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FRIDAY, OCTOBER 5, 1877. 





Pullman Car Journal-Bearing. 





The engravings represent a new form of journal-bearing, re- 
cently adopted by the Pullman Car Company, which is intend- 
ed to provide an end bearing for the axle to resist the shocks 
and strains to which the wheels and bearings are subjected, 
and which cause the shoulders of the journal to wear away the 
brass very rapidly. Fig. 1 is a section longitudinal with the 
centre line of axle; the right half of fig. 2 represents a trans- 
yerse section through the journal and bearing, and the left 
half an outside end view of the box with the cover removed. 
On top of the brass bearing is what may be called ar angle 
plate, B B’. This is made of wrought iron stamped into the 
form represented i: side elevation, end view and plan in figs. 3, 
4 and 5. The form of this plate B B’, as shown in section in 
fig. 1, is that of a letter r~ laid on its side; the portion B’ pro- 
jects downward over the end of the journal-bearing. To this 
part a brass plate, O, is attached by two projections, which are 
cast on the brass plate and are riveted fast in corresponding 
holes in the angle plate. One of these projection is shown by 
dotted lines at B’ in figs. 1 and 3, and both are represented by 
c, ¢, in fig. 4. It will be seen from the form of B B’, sbown in 
fig. 3, that the brackets D on each side of it give great strength 
to the portion B’, and enable it to resist the thrusts and shocks 
of the axle. It is held in position in the box by a shoulder at 
a, figs. 1,3 and 5. The brass plate C, of course, resists the 
wear of the axle and is kept lubricated by the revolution of the 
collar F, the lower portion of which comes in con'act with the 
packing in the box. When this brass piate is worn out, it is 
easily replaced with another. In order to be able to see when 
the bearing A is worn so much that the collar comes in contact 
with the angle bearing, a hole, ff, is made in the angle plate 











and in the brass plate, so that by removing the box cover the | 
position of the collar F in re:ation to the plate B can be seen, 
or, in other words, it can be observed how much the bearing A 
has worn. 

These bearings have been applied with great success to a 
number of the Pullman cars. Further information may be ob- 
tained by addressing Mr. A. B. Pullman, Chicago. 





Over the Wisconsin Central. 





The following letter, dated at Ashland, Wis., Sept. 18, ap- 
peared in the Northwestern Lumberman of Sept. 29: 


A hundred and eighty-pine miles, and every inch a forest. 
That 1s the experience of the traveler who makes the pilgrim- 
age from Stevens Point to Ashland, via the Wisconsin Central | 
Railread. We believe that men who could project and carry 
into execution so bold a scheme as the building of a first-class 
railroad for such a distance, through what was so literally a | 
howling wilderness, are deserving of nothing but credit, even | 
if they did get a big land grant. The magnitude of the under- | 
taking can only be appreciated by a trip over the line or a close | 
study of a section map of the State. Before Phillips & Colby | 
laid their iron track this side of Stevens Poimt, tbe country | 
lying north of town 30 was an uninhabited wilderness extend- 
ing from the St. Croix River on the west to the Menominee on 
the east, a distance of over 300 milesin a straight line. The 
Wisconsin Central has pierced the very heart of this great sec- 
tion, and opened it up to civilization, and, shall it not be added, 
to a future full of promise for ultimate prosperity. 

After leaving Stevens Point the road extends about 40 miles 
in a northwesterly direction. Then it turns and runs due 
north for about 75 miles when it again bears to the west of | 
north crossing the Penoka iron range and strikes Lake Supe- | 
rior near the bead of Chequamegon Bay. Within four or five 
years since the road was built some 20 towns have grown into 
life, and populations varying from 50 to 300 or 400 souls, and 
at nearly every one rises the smokestack of a saw or shingle- 
mill. Until within the past year trains were brought no fur- 
ther north than Bntternut Creek, the rest of the distance to 
this point being made by stage, although the rails have been 
laid from Ashland to Penoka for a longtime. In seeking a 
route the railroad company made four or five surveys between 
Stevens Point and this place before definitely locating the line. 
Then the engineers picked out about all the cedar and tamarac 
swamps in the whole distance. Some pine is immediately con- 
tiguous to the line of road, and large quantities may be seen 
at short distances from the train in passing. The timber 
through which this road passes belongs respectively in the three 

zreatest pine districts in the Northwest. leaving Stevens 

oint the line first passes through the western portion of the 
Wisconsin River pineries. Next it crosses the upper waters of 
the Black and its tributaries, then the great Chippewa district, 
comprising the Elk, both forks of the Flambeau, Butternut 
Creek and the upp¢r waters of the main Chippewa itself. Never 
did a railroad invade such a timbered country before, in this 
or any other country. In crossing the Chippewa and its tribu- 
taries we obtained several glimpses of the present source of 





hold of very fine logs lying high and dry, the little water in 
their beds being totally inadequate to float anything. Some 
rollways were cbserved just as the loggers left them—un- | 
broken. It would have well paid the lum en to have sent 
last July, a number of the doubting Thoma who croaked | 
all the season through that there would be no shortage in the | 
log supply, over this line of railway into the Chippewa pine- | 
ries, to show them whether or no their clamor about a big log 
stock was in accordance with the facts. 
After leaving the Chippewa district the road crosses the | 
Penoka iron range, which forms the water shed of this portion 
of the State. The scenery there is wild and picturesque in the 
extreme. The road follows the devious course of bad river, 
and turns the traveler wrong side out and upside down ina 





vain attempt to keep bis bearings as to the points of compass. | 


It crosses tbe stream something like 18 times, and was a ver- 
itable bonanza to the bridge-builders. 
Speaking of bridges the Wisconsin Central has some of the 


tinest iron trestles in the world.. The two most notable ones are | 


across Silver Creek and White River. The latter is 1,600 feet in 
length, and 103 feet high. The train on which the writer crossed 
was stopped to allow an examination of the magnificent struc- 
ture. Each of the supporting columns rests upon stone founda- 
tions, and thou ‘h to the inexperienced eye it all looks fragile 
as a spider-wéb, it is in reality solid as arock. Mr. Guy Camp- 
bell, of Stevens Point, Master Mechanic of the road. with great 
courtesy and no little mechanical pride 
of a work he may well be proud of. He claims that there is 
but one other trestle bridge in the world of equal magni- 
tude—and that is in South America. The view from the plat- 
form is one long to be remembered. White River is a beautiful 
stream of pure spring water, not very wide, but of the remark- 
able depth of 10 feet and upwards, and flows leisnrely along 
the bottom of the immense ravine spanned by the bridge. The 
timber grows up to and overhangs its banks, and away to the 
northea-t and southwest its course is marked by the depres- 
sion 1n the forest—not a naked spot of land being discernable in 
all the country around, save that cleared for the road bed. One 
realizes an impression of—of being pretty high up, to say the 
least—in gazing down upon the tops of the tall pines which fill 
the valley with their rich green foliage. Of White River and 
its commercial advantages more will be said at another time. 
For his courtesy in pointing out items of interest and allowing 
us the luxury of a ride on the locomotive to Silver Creek bridge 
—a smaller edition of the first—Mr. Campbell has the thanks 
and best wishes of the Lumberman representative. 

The Penoka iron range is reported to contain a very good 
deposit of ore, and attempts were made years ago to establish 
a mine near the present line of the road. With the iron trade 


pointed out the merits | 


of Mauitoba to the markets of the world. Its eastern terminus 
will be Prince Arthur’s Landing, on the north shore, and Ash- 
land will be the most favorable point to which a transfer of 
freigh' or passengers can be made. Indeed, it will not be 
strange if the encroachment of the iron horse into this land of 
eterna! solitude will, eventually and veritably, cause the wil- 
dernesx to blossom like the rose, and, within this progressive 
century, enable us to see cultivated farms with well-filled n- 
aries where now the vision is obstructed by tangled brush and 
dying timbers. Who shall say? 








Sontributions. 
Duties and Responsibilities of Railroad Directors. 

| To THE Eprror or THE RAILROAD GAZETTE : 

| Within the last decade or two, actions have been taken and 
| contracts made by directors of railroad companies which lead 
| one to infer that some of the directors are not well informed 
| as to their duties and responsibilities. Perhaps a few citations 
| from legal opinions and decisions may induce a more careful 
| consideration of these matters. 

It has been judicially decided that * the relation existing be- 
| tween a director and the corporation is that of a trustee.” It 
' follows that the laws and decisions applicable to trustees are 
also to be applied to directors. It is held that “a trustee is 
never permitted to partake of the vounty of the party for whom 
he acts,” and therefore 1t is also held that “if a trustee, 
though strictly honest, should buy for himself an estate of his 
beneticiary, and then sell it for more, he would be held still to 
remain a trustee, and not be permitted to sell to or for him 
self.” It will be observed that even though no taint of dishon- 
esty may exist, the prohibition is absolute and peremptory. 
Also it may be fairly inferred that the restriction against sell- 
ing the beneficiary’s estate to himself will include selling it to 
‘a corporation in which be is directly interested, and will also 
include leasing the estate, or making any contract whereby 
any profit or »dvantage will accrue to himself, or to a corpora- 
tion in which he is interested. This view is confirmed by 
another decision, that “‘a trustee is never permitted to make 








in its present depressed condition, however, that industry will 


any profit to himself in any of the concerns of his trust. The 

















PULLMAN CAR JOURNAL-BEARING. 


not form one of the prominent features of this region. The 
Wisconsin Central was built for the lumber traffic and has 


been 10 operation just about long enough to see it go all to), 


smash, so to sp-ak. As above stated, there are about 24 saw-mills 
on its line, all dependent upon it to carry their product to mar- 
ket. Mostof them, or rather their owners, have passed through 
the various stages of bankruptcy, and the original founders 
still retain control of but a few. ‘The lumbermen pitched their 
tents upon the line of the Central at the wrong time to ‘make 
anything out of manufacturing lumber. From the day the 
first saw was set buzzing north of Stevens Point prices have 
grown lower and beautifully less, until the margin is a long 
way over on the wrong side of the account. About the only 


thing the Wisconsin Central millers have done is to raise partic- | 


ular mischief with a number of markets, such as Milwaukee, Min- 
neapolis, Dubuque and other Mississippi points, and even Chi- 
cago itself, by the remarkably low prices they have sold for. 
But it was a matter of life or death, with the chances strongly 
in favor of the old man. The mills when built must be run, 


and the lumber when sawed must be sold. Many of the opera- 


tors had next to nothing when they began, so could not be 


mucb worse off when the inevitable end came. All have real- | 


ized the sad lesson of the past two or three vears—that lum- 
ber, as an article of merchandize, represents a fixed cost, and 
can no more be sold regardless of it than can any other. Of 
the future for them it can only be said that it depends entirely 
upon circumstances over which they can- exercise very little 
control. They are now making lumber at about the minimum 
of cost, and can expect little or no help from that quarter. 
The railroad company is transporting it at rates which can 
yield no adequate return, which closes that avenue. To curtail 
their supply only means to stop business and let the rest of the 
country do it. The only hope is in better times, and when 
they will come everybody has an equal chance of knowing. 
he railroad company has an_ 800,000 acre land grant, less 
the number of acres sold to date. Owing to the several 
changes in locating the line, speculators obtained possession 
of a large portion of the best pine lands tributary to it. The 
timber is as good as any in the State, as it is drawn, as before 
mentioned, from the great pineries which furnish the bulk of 
Wisconsin’s lumber product. The soil is of the very richest 
and most productive in the Northwest, when you can get at it, 
andif a man has a faculty for clearing up underbrush and 
grubbing oot stumps, why he will be as happy here as any- 
where, and will have a splendid f«rminthe end Plenty of 
hard timber grows along the line, and any quantity of cedar, 
ood for posts and ties. The loggers on the Chippewa and 
Black rivers make the various stations supply depots for their 
camps in winter, as it is much easier to transport their men, 
provisions and tools in this way than by the old tote roads. 

It was originally intended to continue the Wisconsin Central 
road from Ashland to Duluth, connecting with the Northern 
Pacific, and raking a very valuable link in a future _trans-con- 
tinental route. The idea is not yet abandoned, and a general 
revival of business would undoubtedly hasten its fulfillment. 
Another project is to build a line from Spencer across to Saint 
Paul, making a direct, and. it is alleged, shorter route from 
Chicago and Milwaukee than any other. Quite a business is 
now being done in freight for points on Lake Superior. The 
company has a very fine dock at Ashland, where freight can be 
transferred to boats which make daily trips to almost all 
points. Also some business will be done with the Canada Pa- 





long faces in the Mississippi valley—the hung-up logs. In 
many places the streams were as as their banks would 


cific, which will, ina few years, open up the rich wheat fields 











| comprehensive terms of this decision will include all™ profits,” 
| whether direct or indirect. 

A late Chancellor of Great Britain decided that “‘ when a 
trustee had used the trust fund in speculations, though the 
loss, if any, must fall upon himself, yet for every farthing of 
profit he shall be held accountable to the trust estate.” 

Though the terms of this dictum only include “ specula- 
tions,” yet the principle involved, upon which the decision is 
based, will apply equally to other transactions, such as leases 
or agreements. 

If this view be correct, those who serve as directors in two 
corporations, and who, as such directors, make contracts of any 
nature between the two companies, will act wisely if they care- 
| fully consider the responsibilities they assume before making 
such agreements. 

Also, directors who make agreements for their companies 
with corporations in which they are personally interested, such 
as sleeping-car companies, drawing-room car companies, roll- 
ing stock companies, transportation companies, rail mill com- 
panies, iron manufacturing companies, coal companies, bridge 
companies, and the like, may well reflect upon the possibility 
of being called to account. 

Another decision is that ‘‘ an agent is bound to exert bis care 
and skill in making as good a bargain as practicable for his 
principal, and cannot retain for himself any of the profits or ad- 
vantages of a contractmade by him, without consent of the 
principal, given with a full knowledge of all the facts.” All 
profits made by the agent belong to the principal.” 

Suppose a man, acting as director of two corporations, has 
occasion to vote in each upon a proposed agreemeut between 
them. He may in one board be required to ‘exert his care 
and skill” in making a bargain; and as director in the other 
company he may be equally bound to “exert his care and skill” 
in securing its rejection. 

Another decision 18, that “‘an agent cannot, consistently 
with his duty to his principal, accept any employment hostile 
to the interests of the latter.” Also it is held that “Courts of 
equity will not only hold trustees responsible, but will go far- 
ther, and, in cases requiring such a remedy, will remove the 
old trustees and substitute new ones.” Stockholders whose 
dividends are lessened or entirely cut off will not always con- 
tent themselves with murmuring ; they may be provoked to 
take more effective measures. 

Any one accepting the position of a director thereby assumes 
the duties and habilities thereto pertaining, and it behooves 
him to act cautiously. A trustee, in acting for his beneficiary, 
must disregard. his own private interests. He must act exclu- 
sively for the benefit of his trust. If he cannot, there is but 

one alternative—to resign. : 
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The Springfield Locomotive 


To THE Eprrork OF THE RaAILRoAD GAZETTE: 

The importance which attaches to all novelties pertaining 
to the railroad or locomotive induces me to send you an out- 
line illustrative of some of the distinctive features of an engine 
which has been the outgrowth of many years of hard experi- 
ence in working the heavy grades of the Boston & Albany Rail- 
road. 

Most of the engines of this company are now of this type, 
and they have proved eminently efficient and satisfactory. It 
will be seen by the outline that Mr. Eddy has wisely adhered to 
the no-dome, flush-top style of boiler; dry steam being supplied 
to the cylinders by means of a perforated pipe lying close up 
to the crown sheet of the boiler (see dotted lines), the perfora- 
tions being made only in the upper side of the pipe; the per- 
forated area decreasing in width from the centre towards each 
end of the pipe so that the tipping of the engine on the grades 
shall not throw water into the pipe. The aggregate area of 
the perforations exceeds by several fold the area of the cross- 
section of the pipe, hence there can be no danger of water 
entering the pipe by suction. The throttle-valve is placed in 
the smoke arch close to the cylinders. This is another com- 

















mendable feature of the engine, as it permits but little waste 
of steam and time in starts and stops. The springs and equal- 
izing levers are arranged in a pair of stout plate-iron girders 
(C) placed beneath the mud-ring of the fire-box, there being 
just room enough between them for the ash pan, their outer 
face being about flush with the face of the boiler. This ar- 
rangement allows of a much wider fire-tox than usual. The 
side bars (D), which carry the main boxes being only an inch 
or an inch and an eighth in thickness where they pass the fire- 
box and but seven or eight inches wide, which gives them am- 
ple strength. The stand pipes (A) discharge the escaping 
steam from the safety valves above the out-look of the engi- 
neer. 

Both passenger and freight engines are of this type; the only 
difference being that the passenger engines have a larger 
wheel and a shorter cylinder, everything being constructed 
upon the interchange system as much as possible. 

F. G. Woopwarp. 








Railroad Reports Required by Law. 


Prine Buvrr, Ark., Sept. 26, 1877. 
To THE EprTor OF THE RAILROAD GAZETTE : 

Having been a careful reader of your valuable journal for 
quite a long time, I have noticed many communications upon 
various topics touching the subject of a “‘reconstruction” or 
reorganization of the present railroad systems of the country ; 
some of which, in the opinion of the writer, settle “the ques- 
tion” finally, while others are simply suggestions, or inquiries, 
asking information. 

In connection with this subject, I desire, and will be much 
gratified to have your opinion editorially upon the following 
questions, if it is not asking too much, giving your ideas as to 
workings of such a proposition. 

First, a uniform system of accounts in all departments of 
railway service, to be perfected by a meeting of the auditors of 
all railways, and every road to be required by law to adopt this 
system. 

Second, that all railroads be compelled by law to make their 
reports uniform, and in accordance with the general system of 
accounts as adopted. These reports to be made wnder oath, 
annually or semi-annually, to the board of railroad commis- 
sioners of each State, and by them to be published in one or 
more papers at the capital of each State; record of such re- 
ports to be kept by the commissioners open to the inspection 
of the public at all times. 

Third, that a severe penalty be attached to the law for 
neglect, or the rendering of false reports, making the Presi- 
dent, Treasurer and boards of directors responsible for the 
same. 

It occurs to your correspondent that a law of this nature 
would be very good for honest corporations, while it would 
shut up many of the rotten concerns now betore the country. 
What say you? X. 





Test of Atwood’s Improved Steel-Tired Railroad Car 
Wheel. 





This wheel, which is represented in section in the engraving 
herewith, consists of a cast-iron centre, C, with a steel tire, A. 
The pecnliarity of the wheel consists in the manner of holding 
the tire on the centre. This is done by means of a hemp 
packing, K, which is forced into what may be called a corru- 
gated cavity, the form of which is shown in the engraving. 
‘From this it will be seen that grooves are rolled im the tire and 
cast in the rim of the wheel-centre, but leaving an opening all 
around at M, between the tire and wheel-centre, through 
which the hemp packing is inserted piece by piece, and forced 
in with a caulking tool and mallet. Over this opening a ring, 
M, is fitted, which is held in position by a dove-tailed groove 
or collar inside the ring, which is turned on the wheel-centre, 
The ring is heated and thus expended sufficiently to be 
slipped on over the collar. 

The form of the grooves represented is used so as to cause 


thus hoid the tire on the centre without bolts or other attach- 
ments. The ring M on the outside is intended merely to cover 
the opening through which the cavity K is packed. On a 
flange in the inside of the wheel-centre a number of pins or 
lugs (one of which, F, is shown in section in the engraving) 
are cast. These fit into holes or sockets in the tire which are 
bored considerably larger than the pins, so that the weight 
will not bear on the pins. The object of these pins is to hold 
the tire when the brakes are apphed, and thus prevent it from 
slipping. 


these wheels is fully described : 


A test of the Atwood steel-tired railway wheel was made at 
the shops of the Harlem railroad in New York, on Tuesday, 
Sept. 25,1877. The test was made on a 33-in. wheel which had 
run 40,000 miles under a Wagner drawing-room car, running 
between New York and Boston, the tire ot which bad become 
loose. The wheel was Pg op on a hydraulic wheel press, and 
the tire then pressed off, in order to show that the wheel was 
safe, even if the tire should work loose. The ram of the wheel- 
press was 73 in. diameter, the area of which is 48.7 square 
inches. The pressure was measured by a Schaeffer & Buden- 
berg hydraulic gauge, the index of whicb was divided into 
tons of 2,000 Ibs. 

On subjecting the loosé tire to pressure it started with a 
pressure of ,, ton per ite inch, which is equal to a total 
pressure of 6,087.5 lbs. (about three tons). At a pressure of 4% 
ton per square inch, equal to a total pressure of 48,700 Ibs. 
(24.5 tone), the small ring, on the outside of the wheel, sprang 
off. On starting the pump again, the tire started on its hemp 
seat at a pressure of ,*, of a ton, or a total pressure of 54,787.5 
lbs. (273% tons). The hub of the wheel then bore u against 
the backing, so that it was necessary to remove the wheel 
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ATWOOD’S IAPROVED STEEL-TIRED RAIL- 


ROAD WHEEL. 


from the press and rearrange it. 
again the gauge indicated a pressure of 44 ton per 
square inch when the tire started. The gauge then rose 
to %, %, yy, 1, and finally to 1.4, tons (50) tons), as the tire 
was pressed off. The gauge then commenced to fall. On 
measuring the tire it was found that it was pressed off 244 
inches on one side of the wheel, and 3% on the other. A tire 
which was securely fastened to the wheel was then tested. It 
started at a pressure of 1,5, tons per square inch, equal to a 
total pressure of 127,837.5 lbs. (63% tons). Some deductions 
shoula be made fron these pressures owing to the friction of 
the packing of the ram, but even with this the hemp packing 
shows an extraordinary resistance to lateral pressure. 
Wi1LL1AM Woopcock, 
Master Mechanic Central Railroad of New Jersey; 
C. E. Garey, 
Master Car Builder New York & Harlem Railroad; 
. N. Forney, 
Editor Railroad Gazette. 


On starting the pump 





General Ticket and Passenger Agents’ Association. 


At the semi-annual meeting in Boston, Sept. 14-18, the usual 
address was omitted, Mr. Charlton, of the Chicago & Alton, 
who had been chosen to deliver it, having asked to be excused 
on account of insufficient time for ae. In addition to 
the usual routine business of the fall meeting, resolutions were 
adopted bps teres p that when new forms of tickets are pre- 
pared and placed on sale a sample of each shall be sent to all 
roads interested, and that the rule with regard to half-fares for 
children be changed to read “ Children of 5 and under 12 years 
of age, half-fare.” 

Another resolution provides that the following be printed on 
the title page of the convention tariff : 

‘* All tickets must be reported as sold to the roads over which 
they read, and shall not be reported to roads over which they 
do not read, even if they are honored over such roads, except 
by consent of the road or roads over which such tickets read.” 

Another resolution adopted requires that baggage shall be 
checked only by the route over which the owner's ticket reads, 


such route, it shall be checked cnly so far as is possible by the 
same route; and that the members of this association instruct 
their general baggage agents that the practice forbidden by 
this association must be absolutely stopped. 

The Executive Committee was instructed to examine the re- 
ports of previous meetings and make a collection of the resolu- | 
tions passed relating to the proper conduct of passenger busi- 
ness, such collection to be presented to the next convention. 

A communication was received from Mr. A. V. H. Carpenter, 





the packing to “interlock,” as the inventor expresses it, and 


of the Chicago, Milwaukee & St. Paul, of which the following 
is a part: 


In the following report a test which was recently made of 


“T wish to invite attention to a plan for conducting excursion 
and tourist traffic in the interest of railway owners as distin- 
guished from scalpers or speculators. The idea being to reqmre 
signature to a contract in duplicate, at the starting point, one 
copy thereof to be forwarded to the destination (or return 
starting point), the agent at starting point to sell ticket to 
such destination at full tariff rate, and give party an order on 
agent at destination for return tieket at such a percentum of 
tariff rate as, added to the fare one way, shall make the de- 
sired percentum of tariff rate for the round trip. 

* On presentation of such order by the party to whom the 
out-going ticket was sold, and on his or her identification as 
the party signing the duplicate contract aforesaid, such agent 
shall sell a limited return ticket at the agreed rate—the limit 
not to extend forty-eight hours beyond schedule time between 
the starting and destination points. 

“This idea is borrowed com the postal money-order sys- 
tem.” 

The suggestions made were referred for consideration toa 
special committee, consisting of Messrs. W. A. Thrall, Chicago 
& Northwestern; A. V. H. Carpenter, Chicago, Milwaukee & 
St. Paul; J. N. Abbott, Erie; L. P. Farmer, Pennsylvania; 
James Charlton, Chicago & Alton, and C. P. Atmore, Louisville 
& Nashville. 

Mr. George H. Heafford, Missouri Pacific, was chosen to de- 
liver the address at the spring meeting, and Jacksonville, Fla., 
was selected as the place of meeting. 

Appropriate resolutions were adopted with respect to the 
death of Mr. D. M. Boyd, Jr., late of the Pennsylvania. 

The meeting closed with a dinner, at which many speeches 
were made. A number of the members, after the close of the 
meeting, joined in an excursion to the White Monntains, goin 
by the Boston & Lowell and Boston, Concord & Montreal, an 
returning by the Portland & Ogdensburg and the Eastern 
roads. The excursion included a trip to Lake Memphremagog 
over the Passumpsic road 


Master Car Painters’ Association. 

The eighth-annual convention of this Association was held 
at the Eldridge House, Albany, N. Y., Sept. 19. The Presi- 
dent, Mr. M. W. Stines, of the Boston & Albany road, opened 
the session with some pm ny remarks, urging the mem- 
bers to take a-personal interest in the business that bad called 
them together, so that the results might be mutually advan- 
tageous by imparting information in reference to the various 
systems and methods of painting cars. 

The Secretary submitted bis annual report, showing that the 
organization was in a prosperous condition, and that its mem- 
bership was being increased by the addition thereto of rome 
of the best master car painters in the country. Its financial 
condition was also satisfactory, and with earnest personal ef- 
forts the best results were to be looked for m the future, 

After the election of officers for the ensuing year the sub- 
jects appointed for discussion were then taken up. On “Sur- 
facing” there was a bref discussion. On the “ Preparation and 
Embellishment of Head-Linings” there was a longer discus- 
sion, the general opinion being against varnishing head-lin- 
ings, while several members advocated a leas elaborate style of 
ornamentation than that now common, confining the work 
chiefly to the borders and leaving the centre portions plain. 

A report on “‘ Ornamentation, Sizing and Colors” was then 
presented, which induced a long discussion, several members 
giving their experience with sizing of various kinds, while 
others criticised various styles of ornamentation in common 
use. 

Another long and valuable report on “ Adulterations of Col- 
ors and Oils, and Causes of Fading” was presented and dis- 
cussed, 

The following subjects were designated for discussion at the 
next annual meeting—also the members who are to open the 
discussions ¢ 

Priming of a Car.—J. H. Will, New York & Harlem, Morri- 
sania, N. Y. 

What makes the best Head-Lining Filler ?—A. N. Bradley, 
Ohio & Mississippi, Cochran, Ind. 

What is the best Filler for Hard Wood previous to Varnish- 
ing ?—H. C. Burch, Wagner Car Works, West Albany, N. Y. 

Burning « ff Old Paint from Car Bodies.—W. H. Jewett, Ver- 
mont and Massachusetts, Fitchburg, Mass. 

Rubbing of Varnish —Which gives the best lustre; a = that 
is rubbed, or two coats of finishing varnish withont rubbing ?— 
R. T. Beazely, Maine Central, Waterville, Me. 

Which 1s the most economical and best Filler for Cars, 
Rough Stuff or a Scraping Filler?—R. McKeon, Atlantic & 
Great Western, Kent, Ohio. 

Is it any longer practical to Surface mn afiy manner for a Rail- 
road Car ?—M. W. Stines, Boston & Albany, Springfield, Mass. 

That each member of the Association in charge of paint 
shops, give a detailed statement of their formula and modus 
operandi of Painting and Varnishing Cars.—D. D. Robertson, 
Michigan Central, Detroit, Mich. 

A resolution was unanimously adopted thanking the retiring 
President, Mr. M. W. Stines, for the faithfulness, ability and 
courtesy with which he had discharged the duties of the chair. 

The next annual meeting will be held at Cleveland, Ohio, 
on the third Wednesday in September, 1878. 





Early Railroads in Minnesota. 

The St. Paul Pioneer- Press of Sept. 23 says: “ A small party 
talking of our railroad prospects yesterday was joined by fr R. 
Delano, Esq., who has bad something to do with railroads. 
Among other reminiscences, he mentioned the fact that twenty 
years ago the fifth of this month he left St. Paul on foot, and 
followed the engineer's stakes through to Crow Wing, at which 


place he arrived on the 20th of September, 1857, Col. 
Crooks, of this city, the engineer in charge of the 
survey and location, having done his work in July 
and August of that year. At that time the con- 


tract for building the railroad from St. Paul to St. Cloud had 
been let to Selah Chamberlain, and he had commenced work 
on the St. Paul end, and it was expected to let the work of 
building from St. Cloud to Crow Wing to be completed in 1858. 
This was not done and twenty years have rolled away, and now 
two at least of the men who were then upon the line interested 
and engaged in its construction—Crooks and Delano—are 
actively engaged in its completion with every prospect of see- 
ing it done within the present month. Twenty years ago 
Delano was a director in the company which then undertook to 
build this road, and to-day he 1s a director in the company, 
which is building it. 

* Twenty years ago, the 3d of March last, the land grant 
act passed Congress to aid in the construction of this line. 
Twenty years have the people of St. Cloud, Sauk Rapids; Wa- 
tab, Little Falls and Crow Wing waited for the iron horse to 





without any deviation, and if it cannot be checked through by | 


pass north through their towns. All have stood the waitin, 
pretty well except Crow Wing; this town, the then propos 
northern terminus for a short time of the road, and 
the most important point at that time in Northern 
Minnesota, bas given up the ghost, and nothing but the old 
church and two houses remain of its former glory; the survey 
stakes were moved a mile away to straighten the line, and now 
the locomotive goes screaming along to Brainerd to join the 
Northern Pacific road, a town and road at that point un- 
thought of twenty years ago. 

* The first work on this railroad from St. Paul to Crow Wing 
was the first railrosud work done in the State of Minnesota. 


| The first locomotives ever run in the State were run on this 
roa d ” 
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Editorial Announcementsx. 





Pas<es,— All persons connected with this paper are forbidden to 
ask for passes under any circumstances, and we wl be thank- 
ful to have any act of the kind reported to this office. 





Auddresses.— Business letters should be addressed and drafis 
made payable to THE RAtLROAD GAZETTE. Communications 
for the attention of the Editors shoula be addressed Epitoa 
talLBOAD GAZETTE. 





Advertisements.— We wish it distincily undersiood that we 
will entertain no proposition to publish anything in this jour- 
nal for pay, EXCEPT IN THE ADVERTISING CuLUMNS. We give 
in our editorial columns OUR OWN Opinions, and those only, 
and in our news columns present only such matter as we con- 
sider interesting and important to our readers. Those who 
wish to recommend their inventions, machinery, supplies, 
financial schemes, etc., to our readers can do so fully in our 
advertising columns, but it is useless lu ask us lo recommend 
them editorially, either for money or in consideration uf adver- 
tising patronage. 





Contributions.— Subscribers and others wiil materially as- 
sist us in making our news accurate and complete y they will 
send us early information of events which lake place under 
their observation, such as changes in railroad officers, organi- 
zations and changes of companies, the letting, progress and 
completion of contracts for new works or important improve- 
ments of old ones, experiments in the construction of roads 


and machi and wn their management, particulars as to 
the business of railroads, and suggestions as to its improve- 
ment. Di ions of sulyects pertaining to ALL DEPARTMENTS 





of railroad business by men practically acquainted with them 
are especially desired. Officers will oblige us by forwarding 
early copies of notices of meetings, elections, appointments, 
and especially annual reports, some notice of all of which will 
he oublished. 


THE PULLMAN PALACE CAR COMPANY. 








The report of this company published on another page 
gives a general view of the results of its business for the 
year reported (ending July 31, last), but gives no infor- 
mation as to what that business is or the details of it. 
And it is more difficult with this company than with a 
railroad company to get a definite idea of its business 
without explanations. It has very little fixed tangible 
property: the instruments with which it earns money are 
cars which circulate in almost all parts of the United 
States and Canada, and, moreover, they are not all its 
own. In the course of its career in absorbing other sleep- 
ing car lines it has made many contracts, presumably on 
various terms, some of which put it in charge of sleeping 
car routes without giving it property in the sleeping cars. 
The contracts are also for various periods. As the com- 
pany’s profits largely depend on the nature of these con- 
tracts, and its prospects on the duration of profitable or 
unprofitable contracts, the fullest account of the compa- 
ny’s tangible property does not enable us to judge of the 
value of its securities, and neither is ever so accurate a 
record of the year’s business sufficient for this purpose. 

There is scarcely anything connected with our railroads 
so well known as the cars of this company, and especially 
is this the case abroad, where the Pullman cars have been 
remarked and praised by almost every traveler who has 
visited this country within the last ten years. The sleep- 
ing car was an innovation in passenger transportation, 
‘and one greatly improving the journeys over our long 
American routes. But the enterprise of the Pullman Com- 
pany was less remarkable in the provision of places for 
the traveler to sleep, which had been done before, as in 
its efforts to minister to his comfort in every way. It 
recognized the fact that civilized travelers desire some- 
thing more than the accommodations of a camp ; that 
they not only need beds at night but good beds; that they 
appreciate cleanliness; that one who travels twenty-four 
hours continuously needs to wash as well as to sleep. In 
short, it acted on the principle that travelers desire and 
are willing to pay for in the cars while traveling such 
accommodations as they are accustomed to out of them. 
Not all of them could be supplied, but the mistake made 
before the days of the Pullman Company seems to 


been in supposing that no other accommodations were 
practicable in cars than in the stage-coaches which they 
had displaced. It is true that a great deal remains to be 
done, and it is also true that many desirable things ap- 
parently never can be done in the confined space of a rail- 
road car; but the Pullman Company has certainly made 
great and unremitting efforts to increase the comforts 
and mitigate the discomforts of railroad traveling, in the 
directions which the great majority of the traveling pub- 
lic most appreciate. In these efforts it has been prompt 
to try a great variety of appliances, with little regard to 
their cost, its great aim being to make its cars more com- 
fortable and attractive to the traveling public than any 
others in the world. And doubtless its efforts in this di- 
rection have had a great deal to do with the general im- 
provement in passenger-car accommodations in this coun- 
try within the past ten years. Not only has it set an ex- 
ample and cuitivated a taste in the public for lux- 


urious traveling accommodations, but it has done 
much to demonstrate what is practicable in the 
appliances by which increased comfort is sought— 


many of them in no respect peculiar to sleeping cars. 
And it has doubtless been well that there was one organiza- 
tion whose sole interest, almost, was in improving passen- 
ger transportation without much regard to the cost. It 
has demonstrated some things, generally applicable in 
passenger transportation, which would hardly have been 
tested otherwise. 

The company’s report, as we have said, gives no ac- 
count of the routes over which it runs regular lines of 
cars, and we are unable to say whether there were any 
changes in them during the year. If there were any con- 
siderable ones, however, they would have been known, 
and we may assume that the earnings of the company in 
1876-77 were from substantially the same lines as those 
worked during the greater part of the previous year. 
Down to November, 1875, however, one of the principal 
routes of the company was over the Michigan Central and 
Great Western railroads, and the withdrawal of its cars 
from these lines seemed likely te reduce its earnings mater- 
ially. In fact, the earnings for the year ending July 31, 1876, 
for only one-fourth of which the Michigan Central route 
was worked, showed a decrease of but $33,200 from those 
of the previous year. The later year, however, included 
about three months of the Centennial season—the part of 
it, however, when there was the least increase in travel. 

A large increase in earnings doubtless resulted during 
the other half of the Centennial season, when most of the 
time the sleeping-car traffic, like other passenger traffic, 
on some lines was limited only by the number of cars 
available. The sleeping-car companies, moreover, did 
not suffer as the railroad companies did from a reduction 
in rates. Sleeping-car rates have always been fully main- 
tained, we believe, and the companies are positively ben- 
efited by excessively low passage rates on their routes, as 
these rates increase travel and so bring them customers. 
But however great the harvest during the three or four 
months of great activity in travel at the beginning of the 
Pullman Company’s last fiscal year, the benefits of it 
seem to have been largely neutralized by the dullness of 
the following months—one of the dullest periods for pas- 
senger business, we suppose, in the history of our rail- 
roads. At least the increase in earnings over 1875-76 was 
but $46,000, or 2.3 per cent. The number of cars and the 
gross earnings of the company for the past three years 
haye been reported as follows: 


1874-75 1875-76. 1876-77. 
Wes: OF Cass .cccccedvecdoses 422 451 460 
Barmings... ccccccsccccces $2,022,630 $1,989,439 $2,035,671 
Total income.............. 2,558,647 2,555,011 2,570,639 


The difference between ‘‘ earnings” and ‘‘ total income” 
above is chiefly the proportion of the earnings of other 
sleeping-car companies which the Pullman Company re- 
ceives for working their lines, with small amounts received 
from patent royalties, etc. The income is indeed remark- 
ably uniform, varying much less than would be supposed 
in a period when railroad earnings have fluctuated greatly. 

The report indicates the company to be in an entirely 
flourishing condition. It does not, however, pay as large 
dividends as formerly. Down to July, 1875, the regular 
rate was 12 per cent.—3 per cent. quarterly. Since that 
time 2 per cent. quarterly has been paid, but a very large 
surplus is reported, asmall part going to reduce the 
funded debt—which is small, but which a company of this 
kind would do well to avoid entirely—another portion to a 
sinking fund to provide for depreciation in the value of 
patents and franchises, but most of it to credit of income 
account, apparently invested in assets not charged to capi- 
talaccount. Thus the account shows now an excess of 
assets over liabilities amounting to $3,236,000, and for 
every dollar of stock and debt the company 
estimates that it has $1.42 worth of property, or 
property that has cost so much. Much of the capital 
is invested in the securities of other sleeping-car com- 
panies controlled by the Pullman Company, and whether 
this investment is profitable or not cannot be definitely 
ascertained from the report. But the whole enterprise is 
shown to have earned over all expenses and interest 
charges about 183 per cent. on the capital stock. With such 
profits the company ought to be able to provide pretty 








fully for future contingencies, such as the renewal of con- 
tracts with railroad companies on less favorable terms 
than the present ones. As time passes and patents 
expire it becomes more and more possible for other com- 
panies or the railroads themselves to provide facilities 
equal to those of the Pullman Company, and the fact that 
the latter was the pioneer, and largely the original de- 
signer and introducer of the appliances which its com- 
petitors offer, will not prevent the competition, and the 
railroad companies will none the less secure their sleeping- 
car service on the best terms offered. This makes it rea- 
sonable to expect that in the long run this company will 
not be able to make extraordinary profits on the capital in- 
vested in its business. 

This seems to be the general view of the company’s pros- 
pects. Though paying 8 per cent. dividends steadily, and 
reporting more than twice as much earned, its stock sells 
at about 80, while 8 per cent. railroad stocks are almost 
universally above par. The fact that the dividends have 
been reduced from 12 to 8 per cent. may have had the ef- 
fect of torcing the stock below its real value, by causing 
the impression that the company’s business is declining. 
But against that we have had reports of three years of re- 
markably steady earnings, while the stock is held so large- 
ly by those who ought to know the prospects of renewing 
the company’s contracts that it is natural to suppose it will 
not be largely sold much below its real value. 





QUESTIONS WHICH SHOULD BE ASKED AND 
ANSWERED. 


There seems to bea fair prospect that the question of 
civil service reform will be made one of the leading ques- 
tions in our national politics during the next few years, 
and if public attention is once fairly attracted to it, it will 
very naturally follow that the principle underlying it will 
be applied to what may be called the civil service of rail- 
roads. This principle may be stated generally to be that 
men shall be selected for the performance of certain duties 
on account of their fitness and ability alone, which it 
is hardly necessary to say is not the principle in this coun- 
try which usually determines the appointment o. officers 
of State and often does not control the selection of rail- 
road officers. It must, however, be granted, as was written 
by a wise man, that ‘‘in the choice of an agent it is not 
sufficient to ascertain what a man knows, or to make a 
catalogue of his qualities; but you have to find out how 
he will perform a particular service.” While it is true 


that what a man knows may not alone be a suffi- 
cient test of his capacity for performing certain 
duties, nevertheless there can be no doubt that 


at the present time there is often an immense amount of 
waste and loss in the management of the machinery de- 
partments of railroads growing out of the ignorance of 
things relating thereto, which those in charge could 
readily acquire from books or reading current engineering 
literature. Thus the delusion that friction is increased by 
enlarging the surfaces in contact has probably cost rail- 


roads in this country many thousands if not mil- 
lions of dollars. We know a master mechanic 
of a locomotive shop who proposed to increase the 


efficiency of a condensing engine by attaching a ‘‘ button” 
to each side of the piston ‘‘so that the vacuum could 
take hold.” Another genius—a civil engineer—proposed 
a **tapered screw” for compressing cotton, so as to have a 
greater leverage towards the latter part of the operation. 
The kind of nut to be used was not described. A master 
car-builder on a road more than a hundred miles in length 
insisted to the writer that he could pull a much heavier 
load up an incline with big wheels under his cars than he 
could with small ones, because with the big ones ‘the had so 
much more leverage on the load” than he had with little 
ones. These blunders are of course very absuré, but there are 
others which though perhaps less ludicrous are much 
more costly. Perhaps it would be over-sanguine to expect 
it, and possibly it may not be desirable, but it may be 
that in the future before a person is permitted to occupy 
the position of master mechanic he will be obliged to have 
at least some of that kind of book knowledge to be ignor- 
ant of which is sure to prove costly to a railroad company, 
and that he may be called upon to give some evidence of 
his knowledge before he receives his appointment. 

It is easy to imagine a number of very obvious ques- 
tions which might be asked. Thus if the one already re- 
ferred to, whether friction of journals is increased by énlarg- 
ing the surfaces in contact, were propounded to all master 
mechanics and master car-builders, with the condition 
that those who answered wrong should lose their official 
heads, it is to be feared that there would be a large number 
of vacancies immediately thereafter. Master car-builders 
know perhaps better than any other persons how 
much expense is incurred in their departments by 
the great diversity in the form and proportions of the 
parts of cars. In order to bring about uniformity the first 
and most necessary step is to adopt some standard form 
and dimensions for the axles of cars. A move in that di- 
rection was made a few years ago, but one of the insur- 
mountable difficulties in the way of securing unanimity 
was that so many car-builders at that time could not be 
convinced that the friction of journals was not increased 





5, 1877 








of con- 
terms 
atents 
' com- 
ilities 
ct that 
al de- 
; com- 
id the 
eping- 
it rea- 
Ly will 
ital in- 


8 pros- 
y, and 
k sells 
almost 
3 have 
the ef- 
ausing 
lining. 
of re- 
 large- 
1ewing 
it will 


AND 


tion of 
y ques- 
"years, 
it will 
it will 
of rail- 
9e that 
duties 
hich it 
3 coun- 
officers 
f rail- 
written 
bis not 
nake a 
it how 
is true 
. suffi- 
certain 
t that 
unt of 
ery de- 
nce of 
» could 
leering 
ased by 
it rail- 
t mil- 
chanic 
ase the 
utton” 
1 could 
oposed 
have a 
ration. 
master 
length 
heavier 
han he 
» had so 
1 little 
lere are 
much 
expect 
nay be 
occupy 
to have 
. ignor- 
npany, 
mee of 


S ques- 
ady re- 
énlarg- 
master 
ndition 
official 
1umber 
uilders 
s how 
nts by 
of the 
he first 
id form 
that di- 
insur- 
nimity 
not be 
reas ed 





Octoser 5, 1877) 


THE RAILROAD GAZETTE 


447 











by enlarging the journals. In other words, ignorance of a 
simple well established mechanical principle stood in the 
way of an important reform in the construction 
of railroad cars. It might not be amiss, therefore, to 
inquire of the person in charge of the construction of 
cars whether any standard form and proportions for car- 
axles has been recommended, and if so, what they are. 

Another pertiuent question to ask of the same persons 
would be, whether any standard for the height of draw- 
bars has been agreed upon, and if so, what it is. 

The evil of a diversity of screw-threads in the 
construction of all kinds of machinery, but especially in 
locomotives and cars, which require such frequent re- 
pair, has often been pointed out in these pages. Some 
years ago an effort was made by a number of the associa- 
tions organized for the advancement of the art and 
science of mechanical engineering to introduce a uniform 
system of screw threads, and the Franklin, Institute or 
Sellers system was recommended by three or four such as- 
sociations, the Master Mechanics’ and Master Car Builders’ 
included. The insuperable difficulty in the way of its 
general introduction, however, has been that a large pro- 
portion of those whose business it is to see 
that such reforms are carried out are almost 
totally ignorant of the whole subject. It would 
nevertheless be quite in order to ask such persons whether 
any system of screw threads has been recommended, and 
if so what are the forms and proportions of the threads 
proposed. 


The use of safety chains on car trucks has often been 
recommended in these pages: although considerable diver- 
sity of opinion exists among railroad men about their effi- 
ciency, in order to find precisely upon what ground they are 
either used or discarded, the following questions might elicit 
answers from the head of the car department which would 
indicate very clearly to his superior officer whether the 
cars on his line were or were not provided with all the 
most practicable appliances to guard against accidents. 
The quesiions are : 

If a car truck gets off the rails and turns crosswise of 
thé track, what will happen if the car is running at a high 
rate of speed ? 

What will happen if the truck is held in line with the 
rails by safety chains ? 

How much strain must such chains and their attach- 
ments be able to resist under ordinary circumstances to be 
able to hold a truck in line with the rails? 

Doubtless if superintendents and managers of roads 
should ask these questions in good faith and request writ- 
ten replies, as the religious papers say it would redound 
to their edification and profit, and probably would make 
their trains safer to travel on. 

Probably some men who pride themselves on being very 
‘*practical” would stumble a good deal it they were asked 
how. much load an iron bar will carry safely if it will 
break at e strain of 50,000 Ibs. Yet this is of all things 
a practical question, and one on which the safety of life 


*" and property may often depend. 


Master mechanics are often much “mixed” 
about the question whether the steam required to fill the 
steam passages and the clearance spaces between the piston 
and cylinder heads at each stroke of the piston of ordin- 
ary locomotives is wasted. Much useless invention has 
been devoted to this subject on account of confused ideas 
concerning it. 

We took occasion a short time ago to comment upon a 
bridge accideut which occurred by leaving the bridge un- 
fastened although it was closed. Since then we have 
beard of a somewhat amusing conversation which 
occurred between a railroad manager and an 
experienced mechanical engineer. The manager was 
lamenting that notwithstanding all the care which 
the officers of a company might exercise in the se- 
lection of signal and switch-men, the latter were never- 
theless liable to make mistakes in giving signals or in 
opening or closing switches. The engineer tried to ex- 
plain that so far as draw-bridges, junctions and switches 
were concerned, it was entirely practicable to supply a 
mechanism which would make it impossible for a signal- 
man to give a wrong signal; that if a man should 


become confused or be intoxicated or wake up 
suddenly from sleep, the appt&ratus described 
would render it impossible for him to give 


a wrong signal, though he might cause unnecessary delay. 
The manager, who had no faith. in ‘‘science,” scoffed 
and expressed contempt for the idea, and could not be 
convinced that such mechanism was in constant use and 
had been for years. To him it appeared like sheer hum- 
bug, and his mental constitution did not admit of the be- 
lief of a matter which can be demonstrated with as much 
certainty as the pons asinorum in geomeiry. For the 
want of knowledge of the interlocking appliances which 
are now used so extensively in Europe nearly 
all travelers in this country are exposed to more danger 
than there is any good reason for. We might therefore 
ask this question of many railroad officers: How can a 
Signalman at a draw-bridge, junction, crossing or switch 
be prevented from giving a wrong signal ? 


s 





One of the circulars sent out bya committee of the 
Master Car-Builders’ Association coutained the question, 
‘* How may it be known whether the car department of a 
railroad is economically managed?” The writer had an 
opportunity of reading the replies, which were not many, 
but from whicb it was evident that very few if any of 
those who replied to it had any clear idea of a true basis 
of comparison or estimate. 

The list of such questions might be very much increased, 
and by inquiries which, although usually classed and con- 
temned as theoretical, are in fact in the highest degree 
practical. One, however, of a somewnat moral character, 
should, we fear, be asked very often. It might be word- 
ed somewhat as follows: 

Is it anything morally wrong or dishonest for a rail- 
road officer or employe to receive commissions or other 
personal benefits, for buying or recommending the pur- 
chase of materials or merchandise for the company by 
which he is employed ? 








The Michigan Central. 


The Michigan Central report, only a portion of which has 
yet reached us, shows a continuance of the circumstances 
which have for several years deprived this company’s stock- 
holders of dividends, though traffic has constantly increased. 
The average rate per ton per mile for the last year was 21 per 
cent. lower than the average rate of the preceding year—iteelf 
low without precedent on this road ; and with a freight traffic 
about 20 per cent. greater, the freight earnings were 5% 
per cent. less. Indeed, the freight earnings last year were 
but 1% per cent. greater than ‘in 1871-72, though 
the freght traftic was 80 per cent. greater. 
Of the total decrease of $352,837 in earnings (5% per cent.), 
$258,388 was in freight earnings. There was a decrease of 
about $112,000 (544 per cent.) in passenger earnings also, not- 
withstanding that the year includ:d nearly the whole Centen- 
nial travel, which was large over this road, as on other trunk 
lines. This is only additional evidence that but very few roads 
profited by the Centennial traffic. Many had a great deal of 
it, but it was all carried at low rates, and if there 
was an increase of earnings from Centennial  traftic 
proper, on roads like the Michigan Central it was 
more than balanced by the extremely low rates on ail 
other through traffic causec by the desperate railroad war of 
the Centennial year. 

The average receipt per ton per mile last year is given as 
0.88 cent on all freight, including that over the branch lines. 
This is, we believe, lower than has been reported before for 
any road in this country except the Philadelphia & Ene. There 
can be but the slightest marginfor protit with such a rate, 
and as this is the average tor the whole freight business, and 
the average ‘or the through business must have been vonsider- 
ably less, we may conclude that the largest part of the through 
frcight business was carried last year without profit. 

It is a question, of course, how much of the gain im traffic 
has been caused by the reductions of rates. Last year, un- 
doubtedly, a great deal of traffic was carried by rail which 
could not have been had if it had been charged the full cost of 
carrying it. But then if the low rate of the previous year had 
been collected, the freight earnings would have been $1,200,000 
greater; and the road could suffer a considerable diminution of 
traffic with advantage if a tolerably remunerative rate could be 
secured. A high rate is not needed, as it certainly cannot be 
had. 

The net earnings of the company above interest and rentals 
were about $400,000 during the last year. They were applied 
chiefly to reducing the floating debt. It requires about 
$187,000 to pay 1 per cent. on the capital stock, and with the 
rates of 1:75 on the traffic of 1876 the additional earnings 
would have paid 6 per cent. Whether it will be practicable to 
secure the higher rate on so large a trathe only time can tell. 
There is now, however, every prospect that the average rate 
of the current year will be higher than that of the past year. 
Already the season when it is hardest to maintain rates is past, 
and since June rates have been maintained. According to 
present prospects, the next Michigan Central report will show 
a smaller amount of freight traftic than this last one, and a 
larger average rate. This may not increase the gross freight 
earnings, but it ought to increase freight profits. 





Record of New Railroad Construction. 








This number of the Railroad Gazette has intormation of the 
laying of track on new railroads as follows: 

Raleigh & Augusta Air Line.—Extended southwest 12 miles, 
to Hamlet, N. C. 

New Orleans, Jackson & Northern.—An extension has been 
built from the depot in New Orleans to the levee, about 2 miles. 

Cincinnati & Portsmouth.—The first track is laid from Cin- 
cinnati, O., east to Mount Carmel, 11 miles. It is of 3 ft. gauge. 

Toledo & Delphos.—Extended from Jennings, O., north by 
east to Dupont, 10 miles. It is of 3 ft. gauge. 

Union Railway, Transfer & Stock Yards.—This company’s 
road, generally called the Indianapolis Belt, has track laid 
from Brightwood around the east, south and west sides of In- 
dianapolis to the Bloomington crossing, 10 miles. 

Ohvweago, Burlington & Quincy.—The Keihsburg Branch is 
extended from Keithsburg, Ill., north to New Boston, 3 miles. 

Kansas Central.—Extended from Holton, Kan., westward to 
Soldier Creek, 12 miles. It is of 3 ft. gauge. 

Southern Pacific.—Extended across the Colorado River to 
Fort Yuma, 1 mile. 

This is a total of 61 miles of new railroad, making 1,396 miles 
completed in the United States in 1877, against 1,677 mi'es 
reported for the corresponding period in 1876, 804 in 1875, 
1,101 in 1874, 2,778 in 1873, and 4,970 in 1872. 





Stock ExcHanas Prices often seem to bear little relation to 
values, being unduly depressed and inflated by causes which 
have but a temporary eftect. Last spring, for instance, prices 
went down to an unheard of extent because the prospects of 
the traftic of the current year were unfavorable; now, with 
great crops to move and a brisk traftic they have risen as if one 
year’s prosperity were all that is necessary to insure good re- 
turns forever afterwards. A great many stocks are ten to 
twenty dollars a share higher now than they were last May, 
though the most that can be hoped from the changed circum- 
stances is a dividend of five to seven dollars within a year. 
Doubtless many stocks were unduly depressed in the spring, 
but this 1s only additional evidence of the undue effect of tem- 
porary fluctuations in profits on the market prices of securi- 
ties. 

Probably investors last spring, however, began to fear that 
the difficulties of the time might be the last straw to break the 
camel’s back, and that some at least of the stocks which had 
been long without dividends might become extinguished, and 
other dividend-paying stocks have the rate of dividend.perma- 
nently reduced, Such investors, thinking then that times 
were likely to go on trom bad to worse, would be greatly en- 
couraged to find an interruption in the downward course, 
which at least proves that ruin is not inevitable, and indicates, 
indeed, that prosperity is quite possible without a violent revo- 
lution in the course of business, 





Tue New York Freicut Apportionment, which has 
been in operation since June last, has been discussed 
at sundry meetings of trunk-line managers recently, and 
there have been all sorts of rumors as to what would 
be done concerning it. By this scheme, as» is known, the 
west-bound freight from New York to competitive points 
is divided among the trunk lines in the proportion of 33 
per vent. to the New York Central & Hudson River, 33 to 
the Erie, 25 to the Pennsylvania, and 9 per cent. to the Balti- 
more & Ohio. It has been s:eported that one or more lines 
have become dissatisfied with these proporticns, a great deal 
more having been brought to their stations which had to be 
transferred to other companies to maintain their proportions. 
And again it has been said that these claims for larger pro- 
portions were withdrawn at a recent meeting. We believe that 
so far nothing has been actually done, but a meeting was 
to be held on Thursday, the 4th inst., after we 
go to press, which may take some action. We should say, 
however, that it is entirely improbable that the combination 
will be broken up; it has been of immense advantage to the 
parties to it so far, and may continue to be so; though of 
course it is not necessary that the business be divided in just 
the same proportions as heretofore, if the companies can agree 
upon otbers. 





A Costiy RarLroap will be the extension of the Metropoli- 
tan District line in London—a section one mile and sixteen 
ruds long, known as the “inner circle completion,” as it will 
connect the Metropolitan and the Metropolitan District roads 
(both underground lines) at their eastern ends, and make it 
possible to run trains entirely around the ellipse formed by the 
two roads, which at present are connected only at their west- 
ern ends. This honk is estimated to cost £2,100,000, or at the 
rate of about $10,000,000 per mile. The ci:y will, however, 
allow $2,500,000 for a new street which has to be constructed in 
connection with the work, which is to be done by Aug. 7, 1879. 
Costly as this work is, however, we have something quite com- 
parable to it in expense in this country in the great St. Louis 
Bridge, which, however, has but the merest fraction of the 
traffic which supports the London underground roads. This 
single mile of road will cost more than the entire system of 
elevated roads proposed for New York. 





An EnGiish Locomotive SUPERINTENDENT has been elected 
to Parliament. The directors ot the company thereupon voted 
that this office was incompatible with his position in their 
service. Some of them, however, it seems, thought that be 
could attend to the duties of both positions at once, and among 
them was Sir Edward Watkin, chairman of the company and 
of the Erie reorganization committee, himself a member of 
Parliament and a relative of the Locomotive Superintendent in 
question. Moreover, he was so offended at the action of the 
majority of the board that he resigned his chaitmanship. We 
know of but one similar instance in this country. Mr. John 
Reilly, Master of Transportatiop of the Pennsylvania Railroad, 
was elected a member of the last Congress. Before he took 
his seat, however, he resigned his position on the railroad, to 
which he was re-appointed when he had served out his term. 


Tur Lowest Prices ror Steet Ras are those bid at the 
letting of a contract in Belgium Sept. 5. About 3,000 tons 
were wanted, and the lowest bid for the contract was a price 
equivalent to $28.32 at the works in Germany (Ruhrort), being 
about $30 delivered at Malines in Belgium. The lowest price 
bid by a Belgian works was $33. At the same time bids were 
received for the iron substructure of 30 miles of road of the 
Hilf system (substitute for wooden ties), and the lowest bid of 
$27.16 per ton was nearly five dollars a ton lower than the price 
asked by the same works a year ago for a similar quantity of 
the same materials. By the way, the quantity required for this 
substructure was 96 tons per mile. 


Tue Iron PRopUCTION PER INHABITANT in 1876 was, according 
to the report of the British Iron and Steel Institute, 425% Ibs. 
in Great Britain, 225 in Belgium, 177 in Sweden, 121 in the 
United States, 10714 in Germany, 96 in France, 31 in Austria, 
and 13% in Russia. The total European production appears to 
have been abcut 100 Ibs. per head, but a considerable part of 
this production was consumed elsewhere than in Europe. On 
the other hand, this country consumes a little more than it 
produces, so that our average consumption would appear to be 
considerably greater than that of Europe—which is altogether 
probable. 








448 


THE RAILROAD GAZETTE. 


[Octozr 5, 1877 





———— 





Austrian GRAIN TRaFFic is now in some degree comparable 
to that of our busiest Northwestern railroads, one of the roads 
now haying “a number” of special grain trains running, each 
with 45 cars, which is the largest number permitted. One such 
train will carry 16,500 bushels of wheat, but the traffic seems to 
be conducted in what we should consider a primitive manner, 
the grain being all in bags, and there are great complaints of 
the delays caused by failure to return the bags promptly. 
“Bulk grain” and elevators seem to be unknown there, 
although grain-growing is the chief business of a large part of 
the country. 








Tue AvusTriAN Rar~Roap CLuB, which has its quarters in 
Vienna, informs us, through its President and Secretary, that 
it will always be hospitably open to American railroad men who 
may happen to be in that city. 


@eneral QMailroad Mews. 


ELECTIONS AND APPOINTMENTS. 


Allegheny, Kennerdell & Clintonville.—Mr. O. M. Hartzell 
has been appointed Superintendent. He has been for some 
time in the general freight office of the Allegheny Valley road. 

Alamoosa.—The first board of directors is as follows: W. A. 
Bell, Manitou, Col.; W. J. Palmer, Charles B. Lamborn, John 
Pratt, H. A. Risley, Colorado Springs, Col. 

Foster Brovk.—This company has been organized with the 
following directors: M.N. Allen, F. G. Babcock, Lucius Beau- 
mont, 8. H. Bradley, E. W. Coddington, C. H. Foster, George 
Gilimor, T. L. Higgins, W. H. Johnson, Roy Stone, A. J. Wil- 
cox. The board elected A. J, Wilcox President; M. N. Allen, 
Secretary and Treasurer. 

Master Car Painlers’ Association.—At the annual convention 
in Albany, N. Y., Sept. 19, the following officers were chosen: 
President, 8. E. Kirkpatrick, Central Vermont, St. Albans, Vt ; 
Vice-President, George Forby, Missouri Pacific, St. Louis; 
Secretary and Treasurer, Robert McKeon, Adantic & Great 
Western, Kent, O. Mr. McKeon” has served for several years 
very acceptably. 

Michigan Central.—Mr. J. Q. A. Bean has been appointed 
General Eastern Agent, with office in New York. Mr. Bean 
was lately General Freight Agent, and resigned on account of 
ill health. 

Montreal, Portland & Boston.—The board has elected E. H. 
Goff President and General Manager, in place of Thomas Ryan; 
also C. D. Smith and 8. 'T. Willett directors, in place cf Thos. 
Ryan and J. C. Hatton, resigned. 


Northern Pacific.—At the annual meeting in New York, 
Sept. 26, the following directors were chosen: John M. Deni- 
son, Baltimore; Richard L. Ashurst, Joseph Dilworth, J. 
Frailey Smith, Charlemagne Tower, Charles B. Wright, Phil- 
adelphia ; George W. Cass, Johnston Livingston, New York ; 
Benjamin P. Cheney, Boston ; George Stark, Nashua, N. H. ; 
Frederick Billings, Woodstock, Vt.; Alexander Mitchell, Mil- 
waukee, Wis.: J.C. Ainsworth, Portland, Oregon. The only 
new director is Mr. Ainsworth, who replaces Alfred E. Tilton. 
The board subsequently met and re-elected Charles B. Wright 
President; George Stark, Vice-President ; Samuel Wilkeson, 
Secretary ;“George E. Beebe, Treasurer. 

Sedalia, Warsaw & Memphis.—The board has elected the 
Free officers of this new company: President, Wm. 
Gentry; Vice-President, George R. Smith; Secretary, James H. 
Lay; Treasurer, Cyrus Newkirk. ‘The office is at Sedalia, Mo. 

Western Maryland.—The Mayor of Baltimore has nomin- 
ated and the City Council has confiemed the following city di- 
rectors in this et Samuel H. Adams, Christian Devries, 
Daniel J. Foley, E. G. Hipsley, Nicholas G. Penniman, J. Alex- 
ander Preston, Alexander Rieman, William Seemuller. 




















PERSONAL. 


—Mr. E. P. Hannaford, Chief Engineer of the Grand Trunk 
Railway, has returned to Montreal after a two months’ absence 
in Europe. 

—Mr. E. 8. Wills, General Freight and Ticket Agent of the 
Central Branch, Union Pacific, was married in Atchison, Kan., 
last week, to Mrs. Anna T. Isbell. The officers of the road 
contributed a handsome silver tea set as a wedding present. 

—The ag ey tendered to Superintendent G. W. Barker 
of the New York Division, Pennsylvania Railroad, in recog- 
nition of his services in preventing a strike on that company’s 
New Jersey lines, was held in Jersey City, Sept.27. A large 
company was present, including United States Senator Mc- 
Pherson, Mayor Seidler and many other prominent citizens of 
Jersey City. A number of speechcs were made and Mr. 
Barker was presented with a handsome pair of candelabra and 
a clock in oxidized silver and porphyry and also a set of dia- 
mond studs. Mr. Barker acknowledged the compliments paid 
— in fitting terms, and the reception passed off very pleas- 
antly. 

—Col. T. 8. Williams, formerly for several years Superintend- 
ent of the New Orleans, Jackson & Great Northern road, but for 
several years past in the service of the Government of Costa 
Rica in connection with the Costo Rica Railroad, has returned 
to his old home in New Orleans. 

—Gen. E. W. Ensign, of Buffalo, N. Y., a well-known con- 
tractor, died suddenly of apoplexy at Cleveland, O., Oct. 1. 
He built many of the stone bridges on the Lake Shore road, 
and at the time of his death had contracts for the masonry of 
the new bridge at Toledo on that road, and for the masonry of 
the viaduct at Cleveland. 


—Mr. John A. B. Campbell, an old citizen of Buffalo, N. Y., 
and one of the original directors of the Buffalo & Washington 
(now Buttalo, New York & Philadelphia) and the Buffalo & 
Jamestown roads, died in that city Oct. 1. 











TRAFFIC AND EARNINGS. 





Grain Movement. 
Receipts and shipments of grain of all kinds for the week 
ending Sept. 22 were, in bushels : 





1877. 1876. Increase. P.c. 

Lake ports’ receipts........ 6,655,480 4,360,091 2,295,389 52.6 
sd « shipments ..... 5,040,528 4,089,315 951,213 93.5 
Atlantic ports’ receipts..... 4,515,770 3,234,870 1,280,900 39.6 


Of the lake ports’ shipments, 214% per cent. went by rail this 
year, against 44% in 1876, 3744 in 1875, and 13%4 in 1874. 

Of the receipts at Atlantic ports, 55.5 per cent. arrived at New 
York, 14.2 at Montreal, 9.8 at Baltimore, 9.0 at Boston, 8.8 at 
Philadelphia, 1.9 at New Orleans, and 0.8 at Portland. 

uffalo grain receipts for the nine months ending Sept. 30 
— reported as follows by the Commercial Advertiser of that 
city ; 











: Flour Grain. 
1877. 1876. 1877. 1876. 
By lake........... 404,095 614,351 —-37,620,812 31,394,386 
By rail...--.--..... 769,600 863,000 —»«:10,348-440 ‘10411100 
Totals.........1,163,695 1,377,301 «47,979,252 41,805,486 


There was an increase of 6,173,766 bushels, or 14.8 per cent., 





in grain, and a decrease of 213,656 barrels, or 15.5 per cent., in 
flour. The rail receipts this year were 65.3 per cent. of the 
flour, and 21.6 per cent. of the grain. Shipments eastward of 
grain received by rail for the same period were : 





1877. 1876. Inc. or Dec. P.c. 

By rail, bushels...... 6,124,389 10,204,875 Dec.. 4,080,486 40.0 
7” ere 32,466,970 19,725,243 Inc ..12,741,727 64.6 
Totals...........38,591,359 29,930,118 Inc.. 8,661,241 28.9 


The rail shipments were 15.9 per cent. of the total this year, 
and 34.1 per cent. last year. The canal opened May 8 in 1877, 
and May 4 in 1876. 

Baltimore grain receipts for September were as follows, flour 
in barrels and grain in bushels, flour being reduced to wheat 
in the totals : 


1877. 1876. Inc. or Dec. P.c 
Weccnchosavercesssne 121,263 139,867 Dec.. 18,604 13.3 
) > 1,187,472 £55,267 Imc.. 632,205 113.8 
rr 927,189 1,954,831 Dec. .1,027,642 52.6 
Uther grain............ 83,918 83,196 Inc 722 0.9 
eee 2,804,894 3,292,629 Dec.. 487,735 14.8 

For the nine months ending Sept. 30 the receipts were : 
1877. 1876. Decrease. P. c. 
DIOUE sc cccsncvccececs 0066 794,088 942,601 148,513 15.8 
Grain of all kinds........ 21,207,792 23,060,572 1,852,780 113 
WOE césceccceesnas 25,178,232 27,773,577 2,595,345 9.3 
Exports of flour for September were 35,262 barrels. The 


stock of grain in elevator at the close of the month was light. 
Receipts of all grains at Chicago for the month of September 
were: 
1877. 1876. Increase. P.c. 
eS ee 12,304,249 10,379,232 1,925,017 18.5 
The receipts of wheat at Chicago and Milwaukee for Septem- 
ber were : 


1877. 1876. Increase. P.c. 
NANI. 0ns4e0ca0ens 3,127,77 ¥,325,044 1,802,733 136.0 
Milwaukee........... 5,180,433 1,160,892 4,019,541 346.6 


The wheat traffic is still much smaller than the corn at Chi- 
cago. Milwaukee usually has the heavier wheat movement 
when there are good crops in Wisconsin and Minnesota, but its 
other grain business is not important. 

Chicago receipts and shipments for the week ending Sept. 29, 
were: 





1877. 1876. Inc or Dec. P. G. 
teceipts 3,395,061 3,550,582 Dec. . 155,521 44 
Shipments... 2,859,354 2,313,357 Inc. ..545,997 23.6 


The decrease in receipts is in spite of the fact that they were 
unusually large. Last year the receipts of the last week of 
September were half as great as those of the previous three 
weeks. 

Railroad Earnings. . 


Earnings for various periods are reported as follows : 
Year ending May 31: 














1876-77. 1875-76. Inc. or Dec. P.c. 

Michigan Central..... $6,498,126 $6,850,964 Dec.. $352,838 5.2 
Expenses ...... 2+. 4,706,442 4,802902 Dec.. 96,460 2.0 
Net earnings....... $1,791,684 $2,048,062 Dec.. $256,378 12.5 
Earnings per mile.. 8,085 8,524 Dec.. 439 56.2 
Per cent. of exps... 72.43 70.11 Inc.. 2.32 3.3 
Year ending Aug. 31: 

Northern Pacific...... $965,823 «= ..ccccccce cecccccccccces ede 
EXpenses .......000 STBLBG ccc cecccs “ccccccccccccee wees 
Net carmings. ..... QOUBGIB secccceccs  sidiveccsccvecce 
Earnings per mile.. Bgwee 8 SRE DRU SESS, 0004650000008 
Per cent. of exps... GOR, §  sarccadcce sescacovccoose 
Eight months ending Aug 31: 

Atchison, Topeka & 1877. 1876. 

BES Bescccvscoces $1,492,792 Dec $13,407 09 

Net earnings.. . 734,755 Dec 70,699 9.6 

Per cent. of exps 55. 50.78 Inc 4.33 8.5 
Kansas Pacific ,925,9 1,852,862 Inc 72,387 3.9 
Philadelphia & Erie... 1,845,754 2,089,841 Dec 244,087 11.7 

Net earnings....... 501,220 567,219 Dec 65.999 11.6 

Per cent. of exps... 72.83 72.86 Dec 0.03 .... 
St. Joseph & Western. 259,442 243,401 Inc 16,041 6.6 

Month of August : 

Intercolonial......... $123,497 $100,758 Inc. 22,739 22.6 

Kansas Pacific...... 304,842 254,783 Inc.. 50,059 19.6 

Philadelphia & Erie.. 292,390 267,834 Inc.. 24,556 9.2 
Net earnings....... 112,083 80,699 Inc.. 31,384 38.9 
Per cent. of exps... 61.66 69.88 Dec.. 8.22 11.8 

St. Joseph & Western. 53,194 43,963 Inc.. 9,231 21.0 

St. Paul & Sioux City. 30,170 44.241 Dec.. 14,071 31.8 

Sioux City & St. Paul. 24,022 26,0€6 Dec.. 2,044 17.8 
Third week in September : 

Atchison, Topeka & 

Santa Fe............ $67,442 $70,563 Dec $3,121 44 
Denver & Rio Grande.. Dy (chech habs | eeetdceseacess éeue 
Missouri, Kan. & Tex 68,152 76,068 Dec 7,916 10.4 
St. Louis, Iron Mt. & 

SoutherM. .... sccses 118,600 88,794 Inc 29,806 33.6 

Week ending Sept. 14 : 

Great Western, of Can- 

MRsccues catseccesce $80,247 $85,243 Dec.. $4,996 59 

Week ending Sept. 21 
Great Western, of Can- 

Bc stswckece <andses $86,980 $98,592 Dec.. $11,612 11.8 

Month of September : 

Chicago, Milwaukee & 

BE, POs vecsciccoces $1,180,000 $645,831 Inc.. $534,169 82.7 
Chicago & Northw’n... 1,540,000 1,182,000 Inc.. 358,00 30.3 


Norfolk Cotton Traffic. 


Cotton receipts at Norfolk, Va., for September were, 1n bales: 


1877. 1876. Decrease. P.c. 

Atlantic, Mississippi & Ohio R.R....2,669 5,844 3,175 54.3 
Seaboard & Roanoke R. R........... 2,438 17,111 14,673 85.8 
Canal and otherwise..............+. 04 1,266 1,162 91.7 
MOON 0 csncdscavescnauecsndcen 5.211 24,221 19,010 78.6 


Canal receipts include both the Dismal Swamp and the Albe- 
marle & Chesapeake canals. 


Water Rates. 


There has been an advance in lake rates again, the quotations 
at the close of last week and Tuesday being generally 4% cents 
a bushel for wheat, 444 for corn and 344 for oats from Chicago 
or Milwaukee to Buffalo, while Tuesday the rates are reported 
4% cent higher. Canal rates have been absolutely stationary 
for about three weeks—8 cents for wheat, 7 for corn and 4% 
for oats from Buffalo to New York. Lake-and-rail rates from 
Chicago to New York were reported Tuesday at 17 cents a 
bushel for wheat, 154% for corn and 10 cents for oats. The all- 
rail rate is, asit has been since Sept. 1, 21 cents for wheat, 
19.6 for corn and 11.2 for oats. 

Ocean rates Tuesday were: 814d. to 9d. per bushel from New 
York to Liverpool by steam; 40s. per ton for bacon; 50s. per 
ton for cheese; grain by sail from New York to Cork for orders, 
6s. 9d. to 7s. 2d 


Coal Movement. 


Coal tonnages for the week ending Sept. 22 are reported as 
follows : 


1877. 1876. Inc. or Dec. P.c. 
POTION. ain 6 20k cvdestak 348,091 600,567 Dec.. 152,476 30.5 
Semi-bituminous......... 80,626 36,166 Inc.. 44,460 122.8 
Bituminous,Pennsylvania 43,667 45,385 Dec., 1,718 3.8 


The Cumberland shipments are just now very large, the 
region being apparently worked to nearly its full capacity. In 
the anthracite region the Lehigh & Wilkesbarre Company’s 
miners have agreed to resume at a 10 per cent. advance ; that 
company has made a general cut in prices at tide-water, to 
meet the competition of the Reading. ‘a 

The anthracite coal tonnage of the Belvidere * Division, 
Pennsylvania Railroad, for the nme months ending Sept. 29, 
was as as follows: 





1877. 1876. Inc. or Dec. A 

To Coal Port for shipment...... 12,748 194,505 Dec. .181,757 93.4 

Yo South Amboy for shipment.415,360 321,621 Inc .. 93,739 29.1 
Local distribution on New Jer- 

OOY HMSS....ccccccccece cscs 135,321 116,855 Inc.. 18,466 15.8 
Company’s use on New Jersey 

BRIE canine ccccsecisecxscrescs MRE: SD Bus. eee 5.3 

DOUG. «060 a0 tect ccccnas 615,566 682,489 Dec.. 66,923 9.7 


Of the total this year 472,955 tons were from the Lehigh, and 
142,611 tons from the Wyoming region. 
Erie Oanal Traffic. 


The business of the Erie Canal at Buffalo for the period from 
the opening up to Sept. 30 was as follows : 


1877. 1876. Inc. or Dec. P.c. 
Boats cleared. ..... 4,5 3,454 Inc.. 1116 32.3 
Tolls received...... $309,027 09 $415,780 74 Dec.. $106,753 65 25.7 


The canal opened May 8 in 1877, and May 4 in 1876. 








THE SCRAP HEAP. 


Railroad Manufactures. 

The Indianapolis Rolling Mill is rerolling a large lot of iron 
rails for the Indianapolis, Peru & Chicago rvad, and has a lot 
to reroll for the Indianapolis, Bloomington & Western. 

The car works of Haskell & Barker, at Michigan City, Ind., 
are building 50 flat and 50 coal cars for the Indianapolis, 
Peru & Chicago road. 

The Chicago & Lake Huron road has leased a large num ber 
of box cars from the Umited States Rolling Stok Co. 

Mr. David B. James, of Visalia, Cal., has invented and pat- 
ented a locomotive for use on one-rail railroads. The weight 
of the engine is carried on two large wheels bearing on top 
of the rail, and thereisa system of lateral wheels to keep 
the engine upright and steady. Only one of the bearing 
wheels is a driving wheel. 

The Winslow Car Roofing Co., at Cleveland, O., has received 
orders for 600 roofs since Sept. 1. 

The Leighton Bridge & Iron Works, at Rochester, N. Y., 
have recently received contracts for the Columbus avenue 
bridge and the Chelsea draw-bridge for the city of Boston; 
nine spuns of bridge for the Chicago & Northwestern; the roof 
of the new Music Hall at Cincinnati, and the iron work for 
the dome of the new court house at Peoria, Ill. They have 
also secured a contract for a double-track bridge over the 
Merrimac River at Lawrence, Mass., for the Boston & Lowell 
road, although their bid ($78,000) was not the lowest, the 
company prefering their plan. 

The Consolidated Gas Co., of Pittsburgh recently placeda 
contract tor cast-iron pipes with a firm in Philadelphia, the 
price being $31.75 per ton delivered in Pittsburgh. ~The low- 
est Pittsburgh offer was $35 per ton. 

The Troy 7imes says of the Albany & Rensselaer Co.’s works: 
** Work was resumed at Corming’s steam mill at the iron 
wor:s, Monday morning, but the Bessemer steel works and 
Rensselaer rail mill have been shut down again, the former 
owing to a scarcity of material, and the latter for the pur pose 
of making extensive repairs. About 500 men are consequent- 
ly thrown out of employment, but the cessation of work will 
probably be only temporary.” 

H. §. Hopkins & Co., of St. Louis, have the contract for the 
masonry and superstructure for a Howe truss bridge, 150 feet 
long, on the Little Rock & Fort Smith road, and have just 
sent a party of masons and quarrymen to the bridge site to 
begin operations. 

8. C. Forsaith & Co., at Manchester, N. H., general machin- 
ists and machine dealers, report business somewhat improved, 
there being more call for machine tools, especially through- 
out the West and South. They are making many shipments 
of lathes, planers, drill-presses, power hammers, and drop 
presses, also of general wood-working machinery, engines 
and boilers. 

The Danforth Locomotive Works, at Paterson, N. J., have 
an order from an Oregon road and are also building ihe ma- 
chinery for a cotton factory in Quito, Peru. 

The Lowell Wrench Co., at Worcester, Mass., has designed 
and is manufacturing a new rail-drilling macbine, which is 
attached by aclamp to the top ofthe rail. The New York 
agents are H. 8. Manning & Co. 

The Pratt & Whitney Co., at Hartford, Conn., have orders 
on hand for about $100,000 of machinery. Of this $30,000 
worth is machinery for finishing gun parts and making car- 
tridges, and is to go to Europe; $30,000 more are in machinery 
for cutting screw-threads of the Umted States standard, 
Sharpe’s V and Whitworth forms, which will be distributed 
through the United States, Great Britain and its colonies; the 
remaining $4,000 18 in orders for general machinery from 
different parts of the United States. 

The Trenton (N. J.) Iron Co. has exceeded the large pro- 
duct of wire rods noted last week by 3,557 pounds, its new rod 
train having turned out on Sept. 27, in nine hours, 43,432 
pounds of No 4iron rods. This is claimed to be the best day’s 
work ever done on a rodtrain. The finisher-was Mr, Thomas 
Chetale, the heater Mr. Thomas Scully. The train is driven 
by a horizontal engine built expressly for this work by the 
Corliss Steam Engine Co., of Providence, R.I. Its cylinder 
is 20 inches diameter and 42 inches stroke and it makes 140 
revolutions per minute. 

The Missouri Valley Bridge Co., at Leavenworth, Kan., has 
contracts for 15 bridges for the extension of the Central 
— Union Pacific, and seven bridges for the Kansas Cen- 
tral. 

The National Car Builder says: ‘‘ The arrangement between 
the Crescent Spring Co., of Pittsburgh, Pa., and the National 
Car Spring Co., of New York, having terminated, the latter 
company (success6rs to Vose, Dinsmore & Co., and estabiished 
in 1855,) will continue the manufacture of railway car springs 
of every description. Mr. J. M. Rogan will take charge of the 
Western business.” 

The Louisville, Cincinnati & Lexington shops at Louisville, 
Ky., recently turned out a new engine, the first complete loco- 
motive ever built in the shops. 

The Barney & Smith Manufacturing Co., at Dayton, O., is 
building 400 box cars for the St. Louis, Kansas City & Northern 
road. 

Russell & Sutherland, lessees of the Detroit Car Works, are 
building 100 grain cars for the Burlington, Cedar Rapids & 
Northern road. 


American Locomotives in Australia. 

The following extract is from the Melbourne (Australia) Age 
of Aug. 10: 

** Another addition is to be made to the stock of locomotives 
on the Government lines next week. The Phonix Foundry 
Company, at Ballarat, have just completed a new bogie engine, 
and it is expected that it will be sent to Melbourne in the 
course of the coming week. The officers of the department 
report that this latest colonial production displays first-class 
workmanship, and that the company have turned it out ina 





highly creditable manner. 
* The second bogie engine imported by the Railway Depart- 
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ment from America has been fitted vp, and is now runniug on 
the lines. It has been stated in certain quarters that these en- 
gines were capable of drawing heavy trains up inclines, and 


those persons who seem to be adverse to the American inven- | 
tion have made a great deal of capital out of some slight mis- 


hap on the Colac line on the day of the opening celebration 
there, which has been fully and satisfactorily accounted for by 
the officers. The engine has since been employed on the Mur- 
ray line, and has been attached to several unusually heavy 
goods trains. These practical tests of the capabilities of the 
engine have shown that it possesses all the advantages and 
powers claimed for it by the maker.” 

Private advices received state that the “slight mishap” re- 
ferred to was a hot box under the tender. 


An Early Biser. 

A correspondent tells the following story of a well-known 
railroad officer, whose headquarters are not 1,000 miles from 
Pittsburgh: ‘His private secretary found it necessary to 
Jeave home for a few days on business, and it was arranged 
that a young man should take his place in Mr. ’s oftice 
during his absence. The secretary having a kindly feeling for 
the young man, suggested that he had better be on hand 
early each morning, as his lord and master was 
an early riser. Our friend (who had been in the habit of 
going to his office about 8 a. m.) made an extra effort and ap- 
peared at 7 o’clock, ready to discharge his dutics. Judge of 
his surprise on finding that Mr. was there -before him, 
had already finished his mail, read the morning papers and 
was about lighting his second cigar. 

“Well, young man,” said .-—_, “Id like to know 
where you have been spending the forenoon ?” 


Automatic Signals as a Substitute for Steam Whistles. 

The last report of the Massachusetts Railroad Commission, 
speaking of thecomplaints as to the use of the steam whistle, 
says: 

“The matter will, therefore, almost inevitably, continue to 
be a subject of public discussion and complaint for some 
time to come. Meanwhile, so far as the most fruitful source 
of complaint is concerned, the use of the whistle as a signal 
of the approach of locomotives to stations or crossings, no 
justification whatever for its continuance in crowded locali- 
ties any longer exists. The electric bell in stations and in the 
cabins of — men at grade-crossings, answers every pur- 
pose much better than the whistle. If corporations, tor rea- 
sons of excessive conservatism or economy, do not see fit to 
adopt such a a established appliance as this, that is 
their affair. Meanwhile, they are not entitled to rouse and 
disturb whole communities because their officials dislike im- 
proved appliances or object to all expenditures which can 
possibly be avoided. Should further complaints, therefore, 
be made to this board of annoyance from this particular use 
of the whistle, the matter will not again be brought to the at- 
tention of the officers of the corporation implicated, but it 
will be referred to the Attorney General at once, with a view 
to such legal proceedings as shall in this matter, once for all, 
establish the rights and obligations of all concerned.” 


A New Kind of Perishable Freight. 

One day last week some of the Atlantic & Great Western 
Railroad employes reported to Jesse Fosdick that a car on one 
of the switches was smelling bad, indicating that 1t was loaded 
with meat or some perishable article which needed attention. 
Mr. Fosdick told them to force the lock, open the door and see 
what was needed. They went back to the car and after a good 
deal of difficulty, greatly increased by th- use of one hand in 
holding the nose to keep out the insupportable stench, the 
door was opened, and the car was found to be loaded with— 
broom handles.—Hornellsville Times. 


Early Railroads in Iowa, 

Mr. John Shea, Roadmaster of the Keokuk & Des Moines 
road, writes as follows to the Eddyville Advertiser: 

* The first rail laid in lowa was near high water mark on 
the bank of the Mississippi, nearly opposite the island of 
Rock Island, in the city of Davenport. This rail was laid in 
the month of May, 1854. The road at that time was called the 
Mississippi & Missouri road, and was laid that year -to lowa 
City, 5444 miles. Iowa City was then the capital of the State. 

“The tirst rail laid on the Keokuk, Fort Des Moines & 
Minnesota Railroad—now called the Keokuk & Des Moines 
Railway—was laid a little west of the present machine shovs 
in the city of Keokuk, onthe 9th day of September, 1856— 
nearly twenty-one years ago. 

“The first locomotive in Iowa was landed at Davenport in 
July, 1854. 

“The first locomotive on the Keokuk & Des Moines Railway 
arrived from Quincy by barge in the month of October, 1856. 

“The writer of this was present and assisted at the openings 
of both those roads, and consequently claims to be the pioneer 
ee man in the State—being 23 years at the business in 

Owa. 

“The ‘Antonia LeClare’ was the first locomotive in the 
State. She was named after Mr. LeClare, of Davenport, a 
rich half-breed, residing there at the time. 

“The first locomotives on the Keokuk & Des Moines Rail- 
way were the ‘ Keokuk’ and the‘ Des Moines’—both locomo- 
tives came together. They were called after the cities of 
Keokuk and Des Moines.” 


The Rockville Bridge. 


A number of officers of the Pennsylvania Railroad and engi- 
neers last week inspected the work now completed on this 
bridge. The bridge replaces the Howe truss bridge over the 
Susquehanna at Rockville, five miles from Harrisburg, on the 
Pennsylvania road; it is 3,670 feet between abutments, having 
21 spans of 160 feet each, and two of 155 feet each. The con- 
tract for the new bridge was let in June last to the Delaware 
Bridge Co., of New York, of which Mr. Charles Macdonald is 
President, and the work is required by the contract to be com- 
pleted by Dec. 1, but already 14 spans are in place and it is ex- 
pected that the bridge will be completed at least ten days be- 
tore the contract time. The new bridge is for a double track, 
and the spans bave to be erected without interfering with the 
traffic over the old bridge. The new trusses are erected out- 
side.of the old ones, andwhen completed the track is trans- 
ferred to the new supports and the old wooden trusses taken 
down. The 14 spans now in place have all been erected since 
= . 1, when the first of the material was delivered at the 

ridge. 

As already mentioned, the Delaware Bridge Co. is contractor 
for the work, and al) the erecting work is done by it; the fitting, 
forging, etc., is done at the Edgemoor Iron Works, near Wil- 
mington, Del., and the iron is supplied by the Pencoyd, Trenton 
and Catasauqua rolling mills. The bridge is a wrought-iron 
truss, with pin connections throughout. 


Steam Street Oars. - . 

A separate motor engine has been placed on the Mount Au- 
burn street road in Cincinnati, and is employed on the section 
between the head of the Main street inclined plane and the 
Zoological Garden. 

A steam street car, built by the Danforth Locomotive Works 
on a plan patented by Mr. R. Cruzbaur, has been tried on a 
line in Paterson and worked there very successfully. The en- 
gine is under the.car, with the boiler at one end. 


A Vacuum Brake Sound Attachment 

A contrivance which is now being tried on the Boston & Al- 
bany road to prevent the sharp, unpleasant sound caused b 
the steam jet of the vacuum brake is thus described: wh 
drum, 11 inches high, fits by two connecting nozzles to the 











vent pipes. Two perforated plates are between the nozzles and 
the vent pipes, and a second pair at the junction of the drum 
and nozzles. The drum contains a big ball of wire, with two 
more perforated plates at the top, and a third, with larger 
holes, is serewed on top. This arrangement so divides the 
steam, without impeding its progress, as to almost completely 
prevent all noise. The cost is $30, and six are now in successful 
operation on the road, while an application fora patent is 
pending.” 

The contrivance is the invention of Mr. J. McGowan, a brake- 
manon the road. The noise of the steam jet bas frequently 
been urged as an objection to the vacuum brake, especially to 
its use near stations, where it might frighten borses. 


The Hickey Steam-Brake. 

The National Car-Builder says: “ A new steam-brake for 
locomotive driver and tender wheels has been in operation on 
the Sheboygan & Fond du Lac Railroad for the last six months 
with the best results. It is the invention of Mr. John Hickey, 
the Master Mechanic of the rvad, and can be applied with 
equal advantage to both freight and passenger trains. The 
upright steam cylinder by which the power is applied is 
heeed under the foot-board behind the crank-pin of the rear 
driving-wheels, and by means of a system of levers and equal- 
izers, the brakes are applied equally tothe four drivers, and 
simultaneously to the tender wheels—in the case of passenger 
trains—doing more and better work than two hand-brakemen. 
The steam is admitted to bottom of cylinders by a three-way 
cock in cab controlled by the engineer, and being close to fire- 
box there is little condensation. No springs are used for re- 
lease of brakes, the weight of piston, and gravitation of brake- 
shoes, being sufficient for the purpose. The forgings are all 
straight work, there is no interference with the other machin- 
ery of engine or tender, and the entire cost of fitting for both 
does not exceed $70. Mr. Hickey has also devised a plan for 
dispensing with brake-beams.” 


Oil Pipe Lines. 

The total length of pipe used for transporting petroleum in 
the oil regions of Pennsylvania is reported to be 2,081%4 mules, 
from 2 in. to 6 in. in diameter. 


Prices. 

There is greater activity in the market for iron, wfthout 
increase in prices, quotations for pig remaining $18 to $19 for 
No. 1 foundry, $17 to $18 for No. 2 foundry, and $16 to $17 for 
forge. Asto rails, the Angineering and Mining Journal says: 
“ We are reported sales of steel rails aggregating 1,250 tons 
on private terms. There isa fair inquiry for immediate de- 
livery, while there is reported to be a strong demand for next 
year’s delivery at present prices. Makers, however, are not 
inclined to sell ahead at present prices. We quote iron-rails 
at mills at $33 to $38, and steel at $42 to $45.” 


British Rail Exports. 
The exports of railroad iron of all kinds for the eight 
months ending with August were, in tons: 


; 1877. 1876. Increase. P. c. 
To United States.......... 2,514 160 2,354 1,470.0 
Toall couvtries........... 323,628 274,233 49,395 18.0 


The exports to this country this year were sufficient to lay 
29 miles of railroad with 56 Ibs. rails. The total exports 
would suftice for 3,677 miles of such road. The average value 
of the August exports was £7 11s. 4d. this year against £8 7s. 
last year. 


RAILROAD LAW. 


Damages for Injury to Employes. 

In Kelly against the Central Railroad & Banking Company, 
the Georgia Supreme Court held, as to the proof of injury : 

The presumption ‘of law that the plaintiff, being an em- 
ploye, is without fault, arises only when he is wholly discon- 
nected with duties about the particular business in which he 
was hurt ; when he is a party engaged in the duty of discharg- 
ing which be is hurt, the onusis upon him to show himself 
without fault ; so soon as he does that, the presumption arises 
that the other employes engaged with him in the duty were at 
fault or negligent, and the onus is shifted upon the company 
to show them without negligence ; and this principie recon- 
ciles = cases decided by this court, when applied to the facts 
of each. 

As to the measure of damages, the Court held as follows : 
The damage is to be fixed by the jury, according to their 
opinion derived from facts testified to, such as the loss of the 
use of such a member of the body as the right hand, the 
diminution of ability in a laboring man to make a living after 
such loss, the pain and suffering caused by the wound, the bill 
of the physician and the expense of nursing, and all other facts 
and circumstances connected with the case; and this opinion of 
the jury should be influenced by the opinion of no witness, 
given in round numbers, of the amount of the damage, but 
made up from facts, when capable of proof, of actual damage, 
and of the enlightened conscientious belief of impartial jurors 
in respect to items incapable of exact proof, such as the feel- 
ings, the pain and suffering of the plaintiff, etc. 


Oompany’s Responsibility for Acts of its Employes. 

In Gasway against the Atlanta & West Point Company, re- 
cently, the Georgia Supreme Court held as follows: 

1. Railroad compames are responsible to passengers for the 
torts of the conductors and other servants of the company em- 
ployed in running trains, when such torts are committed in 
connection with the business entrusted to such servants and 
spring from or grow immediately out of such business. 

2. fr the tortious act of the servant or agent be such, when 
committed in the business of the company and within the 
scope of the servant’s employment, as would have subjected 
the servant to exemplary or vindictive damages had he been 
sued as principal, the company will be responsible for like 
damages when it is sued for such misconduct of its servant in 
its business. : 

3. The liability of the company extends to tortious acts of 
its servants dove about its business, in a the baggage 
of passengers at the several stations un its line of road, and to 
the platform or area along the cars necessary to be used or 
traversed by the passengers in attending to procuring seats 
and checking baggage, and other lawful and peaceful acts in 
connection with their travel. 

4. These principles are especially applicable where the ser- 
vants of the company are retained after the torte, and thereby 
their acts are impliedly ratified by the higher agents of the 
corporation. 


Liability of Oarrier Who Delivers Goods Without Proper 


Authority. 

The New York Register says: “In the case of the Southern 
Express Company against Dickson, the Sopreme Court of the 
United States determined an interesting question in reference 
to the right of a consignor to hold a company responsible for 
delivering goods belonging to him to the consignees, at a place 
other than that to which they were consigned. It seems that 
the plaintiff had bought some cases of tobacco, and the ven- 
dors at Greensboro, N. C., delivered them to the express com- 

ny and took the company’s receipt, specifying that the goods 
Savages to the plaintiff, and that they were to be delivered to 
the vendors as consignees, at Columbia, 8. C. This receipt the 
vendors sent to the plaintiff. The vendors, or one of them, 
afterward assumed wrongfully to sell the goods to a third a: 
son, and the latter thereupon obtained a re-delivery of them 





from the company at the place where they been 





shipped, and withont the surrender of the receipt. Plain- 
tiff claimed to recover the value from the company, on the 
ground of their failure to keep safely and make proper delivery 
of the goods. For the plaintiff it was msisted that the carrier 
was bound to deliver at the place to which the goods were 
directed, and that their delivery to a third person at another 
point could only be justified by proving the title of such per- 
son; and that so long as the bill of lading or receipt remained 
in the plaintiff's hinds, the company were not authorized to 
make such a delivery. For the company it was *insisted that 
the rights of a consignee are not terminal alone, but the bill of 
lading entitled them to receive the goods at any point where 
they might demand them. The Court held that it being found 
as a fact in this case that the goods did not belong to the con- 
signees but to the shipper, and that this was known to the 
shipper, the carrier must be understood to have contracted 
with the shipper only for his interest, and the consignees were 
to be regarded simply as agents selected by him to receive the 
goods at the place indicated, and consequently the company 
were hable.” : 


Liability of Carrier for Valuable Packages. 

In the case of Little against the Boston & Maine Company, 
the Supreme Court of Maine had under consideration the much 
mooted question of the liability of a carrier for a valuable 
package received ty him im ignorance of its contents. The 
plaintiff-, an express company, received the package from a 
connecting etpress company, and paid their charges of forty 
cents, the trifling amount of which seemed to indicate that the 
box contained goods of ordinary value only. The contents 
were unknown to the plaintiffs. They delivered the box to the 
railroat company, the defendants, to carry as freight from 
Boston to Lewiston; the defi ndants made no inquiry, and the 
plaintiffs made no communication as to the value. Defendants 
charged thirty cents for transportation, but their rate would 
have been $2.50 had they known the actual value. It was held 
that the carrier has a right to inquire as to the value, and the 
owner is bound to answer truly, but in this case the carrier 
having made no inquiry and no special acceptance of the goods, 
they were liabie for the loss, notwithstandfhg their ignorance 
of the value.—New York Kegister. 


Railroad Grade Crossings. 


In the case of the Lake Eric, Alliance & Wheeling Company 
against the Atlantic & Great Western, a suit to acquire the 
right to cross the latter road at grade near Braceville, O., the 
defendant set forth that the crossing would be a great detri- 
ment to its road and further that another location of the new 
road could be made by which a grade crossing could be 
avoided. The suit was in the Probate Court of Trumbull 
County, O., and that Court finally decided not to grant the ap- 
lication. After specifying the various statutes bearing upon 

he case, the Court concludes that its duty is not merely minis- 
terial, but that it must be satisfied as to the necessity of the 
crossing. In conclusion the Court says : 

* The necessity menuuned in the statute is not to be con- 
strued in the sense of being absolutely indispensable, but ra- 
ther in that sense in which an impartial tribunal would say 
there was a reasonable necessity under the circumstances sur- 
rounding the case. * * 

**1t must also be borne in mind that the right of eminent 
domain can only be exercis-d for the public good, and that the 
interest and safety of the public are never to be lost sight of in 
determining the necessity for an seqvensaee. ’ 

“ The railroad companies, plaintiff and defendant, stand upon 
the same footing. Both are considered highways in which the 
public have interests and rights. 

‘Defendants acquired their rights and constructed their 
roads some years ago, and it is now one of the leading thor- 
oughfares of the country. Plaintiff’ now organize their com- 
pany and seek to construct their road, and in doing so they 
wish to cross the defendant’s track. It is right they should do 
so. Both corporations stand equal] before the law. But in so 
crossing, the latter company must not destroy or unreasonably 
interfere with the former. Nor may they unn: cessarily impair 
the efficiency or usefulness of detendant’s road. It is the pub- 
lic interest which allows them to proceed, and in gee ing 
they must not unnecessarily impair the interests and rights of 
the public in the road already constructed. As it is for the 
interest of the public that private property may be taken, so 
the interest of the public may be considered higher than the 
interest of private pemees, in determimng the neces- 
sity of appropriation. It is by the application of these princi- 

les to the evidence before the court, that this question is to 

e determined. The testimony clearly shows that by crossing 
at the point proposed by plaintiff the defendant’s road will be 
unreasonably interfered with and injured, that its efficienc 
will be greatly and unnecessarily impaired, and that the hazarc 
of the traveling public will be unwarrantably increased. The 
survey, in evidence, shows that these difficulties and dangers 
can to a very great extent be easily avoided by the plaintiff, 
with no loss to itself, excep: some additional cost of right of 
way, while im all other material respects its own condition 
would by the change be om pe Sigg . And, with due regard to 
that evidence, to the rights of the parties, and to the interest 
and safety of the public, I cannot say that the necessity forthe 
appropriation or the crossing at the point asked has been sat- 
isfactorily proved.” 

— me) 
OLD AND NEW ROADS. 
Alamoosa. 

A compres by this name has been organized to build a rail- 
road from E) Moro, Col., the present southern terminus of the 
Denver & Rio Grande, southwest to Alamoosa on the Rio 
Grande in Conejos County, a distance of 35 miles. 


Atchison, Topeka & Santa Fe. 


The Treasurer’s report tor August and the eight months 
ending Aug. 31 is as follows : 











August. Eight months. 

Freight earnings........ 2.05 sssseees $177,206 57 $960,887 13 
PORIERGITB.00009 cscs cccscoces cocescce 71,276 #2 461,084 31 
Mapwens, wail, C66. .0.20.00c ceseceseos 7,086 78 57,413 89 
Total... ccvccccccrcscce coccvees $255,572 17 $1,479,385 33 
Operating expenses..........-+eeeeee 110,780 24 815,329 74 
Net earnings....... © ce0eesen $144,791 93 $664,055 59 

Per cent. of expenses..........--0++5 43.34 56.11 


As compared with 1876, the month shows an increase of 3 per 
cent. in gross and of 11.1 per cent. in net earnings; the eight 
months a decrease of 0.9 per cent. in gross, and of 9.6 per cent. 
in net earnings. 


Boston & Albany. 
The board of directors has voted to rebuild the Springfield 
car shops recently burned, and not to remove the work to the 


-Allston shops. No decision has been made however, as to 


plans, or as to rebuilding the shops on the old site. 


Buchanan & Olifton Forge. 


The grading of this road is now well advanced, and the com- 
pany expects to have the earth-work and much of the masonr: 
completed by the end of November. A tunnel and some roc 
cutting will then be left, upon which wovk can be carried on 
through the winter, and the convict labor given by the State 
will be employed on this work and in getting ou: ties and tim- 
ber for the road. The company is now trying to secure sub- 
scriptions for its bonds on the line of the road and in Rich- 





mond and Lynchburg, with fair success thus far, The road is 
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to extend from Buchanan, Va., the terminus of the James 
River & Kanawha Canal, nearly due north up the James River 
to Clifton Forge on the Chesapeake & Ohio Railroad. 


Baltimore & Ellicott O:ty. 

A company by thie name has been organized to build a nar- 
row-gauge railroad trom Baltimore to Catonsville and Elli- 
cott’s Mills, a distance of nine miles. The surveys have been 
completed and estimates made of the cost of the road, and ne- 

otiations are in progress for the right of way. 
Sosigned for suburban traffic, but may be connected ultimately 
with the Washington, Cincinnati & St. Louis Railroad at Wash- 
ington. 
Baltimore & Hanover. 

This road is to connect the Western Maryland at Reisters- 
town, Md., with the Bachman Valley road at Black Rock, and 
through that road with the Hanover Junction, Hanover & Get- 
tysburg. ‘Two routes have been surveyed, one following the 

anover turnpike, 17 miles long, and one through the Worth- 
iugton Valley, 21 miles long, the former being uot only the 
shortest, but also the easiest of construction. On both lines 
most of the right of way has been offered free. Subscription 
books to the stuck have been open for both lines, and the 
amount offered will probably decide which will be adopted. 
The longer and probably more costly line will, 1t is claimed, 
accommodate the largest amount of local business. The 
board of directors was to meet this week, to decide upon the 
route and to make arrangements for building the road. 


Buffalo, New York & Erie. 

The trustee g.ves notice that he will anticipate the payment 
of an additivnal $500,000 of the old tirst-mortgage bonds fall- 
ing due Dec. 1. ‘Chis amount is in addition to $600,000 paid 
off in August and September. 


Burlington & Northwestern. 

Subscriptions are being asked for an extension of this road 
from Wintield, Ia., northwest to Crawfordsville, seven miles. 
‘he extension will be built this fall, provided money enough is 
subscribed. 


Baltimore & Ohio. 

The covered wooden bridge over Wills Creek, near Cam- 
bridge, O., was burned early on the evening of Sept. 29, hay- 
ing caughe fire from loco active sparks. ‘The bridge was close 
to the tunnel et that point, and passengers and baggage had 
w be transferred in wagons around the tunnel hill. A large 
force of men was put to work at once anda temporary bridge 
was completed so that trains passed over Oct. 1. 


Ohicago, Burlington & Quincy. 

‘vhs company uas completed an extension of the branch 
from Sagetown, Ill, to Keithsburg, which it bought with the 
St. Louis, Rock [slaud & Chicago road, northward three miles 
to New Boston, whece 1t connects with the Galva & New Bos- 
ton Branch. Local trains are now run between Galva and Bur- 
lington, by way ot New Boston. 


Conductors’ Brotherhood. 


The annual session ot the Grand Divivion of the Conductors’ 


Brotherhood began in Elmira, N. Y., Oct. 2, and is expected to | 


last four or tive days. ‘I'he sessions are secret. Delegates are 
reported present from 53 sub-divisions of the Brotherhood. 


Oolumbus, Uhicago & Indiana Central. 

The ‘Trustees and Receivers give notice that they will pay, 
at the office of A. Iselin & Co., No. 48 Wall street, New York, 
the coupons due April 1, 1877, on Union & Logansport 7 per 
cent. bonds, and the coupons due July 1, 1877, on Indiana Cen- 
tral 10 per cent. bonds. 


Columbia Uonduit Vompapy. 

‘this company, which, some two years ago, nearly completed 
a pipe line through to Pittsburgh trom the oil region, but sub- 
sequently discontinued through shipments under an arrange- 
ment with the Pennsylvania Kailroad Company, has sold out 
its property to the Stanuard Oil Company, of Cleveland, which 
secures by this purchase almost complete control of the system 
ot oil-pipe lines in Western Pennsylvania. The effort of the 
Columbia Cumpany to establish a through line to Pittsburgh 
attracted much attention at ‘ibe time, and was the cause of 
some litigation. 


Oincinnati & Portsmouth. 

Track is reported laid from Cincinnati eastward to Mount 
Carmel, 11 miles. ‘ihe bridge over the Miami River is com- 
Lae a ‘Lhe locomotives nave been received and put on the 
road. 


Central Pacific. 

‘Lhis company’s engineers have been running a line from 
Bantas, Cal., south by east up the west side of the San Joaquin 
valley, striking the Goshen brench of the Souttiern Pacific at 
Lemore’s, near the head of Tulare Lake. The distance is about 
135 miles, the hne being nearly parallel to ihat of the Visalia 
Division and trom 20 to 40 miles distant, the distance gradu- 
ally increasing, and being greatest at the southern end. 


Oleveland & Perry County. 

A meeting was held last week in Cleveland, O., to consider 
the question of building a narrow-gauge road from that city 
nearly due south through Medina, Wayne, Holmes,Coshocton and 
Muskingum Counties tu the coal fields of Perry County, a dis- 
tance of about 125 miles. The advocates of the line claimed 
that it could supply Uleveland with excelent coal at a cheap 
rate, would pass through a good country and reach several im- 
portant towns. After some discussion, a committee was ap- 
pointed to organize a corporation to build the road. 


Ohicago, Saginaw & Oanada. 

In a suit brought by D. E. Sickles and others, who hold $200,- 
000 bonds of the company, the New York Supreme Court has 
ordered that 3,574 bonds held by Benjamin Richardson be can- 
celed and declared void. It was claimed that Richardson, at 
one time General Manager of the company, alterwards obtaived 
a judgment against it and caused ihe unissued bonds to be 
levied upon in satisfaction thereof. The bonds were sold by 
the sheriff and bought in by Richardson at a nominal price. 
The plamtfts bad given yalue for their bonds and claimed that 
these proceedings were had by collusion with officers of the 
company and with intent to destroy the value of their bonds. 
The Court supported this view ani decided that the bonds 
must be canceled. 


Oincinnati, Rockport & Southwestern. 

The bondholders have offered to exchange their present 10 
per cent. bonds for a new issue of 7 per cent. bonds, provided 
the stockholders will pay off the floating debt and wahead the 
road to Jasper, Iud. 


Detroit & Milwaukee. 

A meeting of the bondholders was held in Detroit, Sept. 27, 
a large number of the American holders being present, to- 
gether with Capt. Pavy, of London, representing the Engtish 
ho.ders and Sir Hugh Childers, President of the Great West- 
ern Company. Capt. Pavy stated that the English bondhold- 
ers were not satisfied with the present coudition of affairs and 
desired that the company should be reorganized at once. Sir 
Hugh Childers, forthe Great Western, made the following 
proposition: ‘that the company be reorganized at once and 
issue $2,000,000 first-mortgage bonds to be used to take up the 
Detroit & Pontiac and Oakland & Ottawa bonds, the seceiver’s 
certificates and other prior liens, and to put the road in good 


The road is} 


repair; a second mortgage for $3,000,000 to be made, holders 
of the present first and second-mortgage bonds to receive these 
new second-mortgage bonds for two-thirds of the amount of 
their present holdings; the Great Western to control the road, 
by Fase or otherwise, and to guarantee :nterest on the bonds. 

Mr. John 8. Newberry, of Detroit, in behalf of the American 
bondholders, offered to buy the road for $5,000,000, payable 
$500,000 in cash and $4,500,000 in 5 per cent. bonds, $2,000,000 
ot these bonds to be used in settlement of the prior 
liens, $2,250,000 in exchange for the old first and second- 
mortgage bonds at 50 per cent., and $250,000 for 
repairs, etc. Each party named committee in_ its 
interest and, afier a long debate, Capt. Pavy withdrew 
from the meeting, declining to take turther part and intima- 
ting his readiness to fight the opposing party by all possible 
means. 

An adjournment was then had until the following day. At 
the second meeting, after another animated debate, a com- 
mittee was appoinied to consider all propositions for the re- 
organization of the company. The committee consists of 
Messrs. 8. W. Douglas, Elisha Taylor and H. B. Ledyard, of 
Detroit. Capt. Pavy was present at the adjourned meeting 
and took part inthe proceedings. 


Denison & Svuthwestern. 

The contract for grading, bridging and ironing the first sec- 
tion vf 20 miles from Denison, ‘l'exas, has been let to John 
Scullin, of St. Louis. A force of men is already at work clear- 
ing the right or way. 

Dividends. 

Dividends have been declared as follows: 

Dubuque & Sioux City (leased to Dllinois Central), 2 per 
cent., payable Oct. 15. 

Lowell & Lawrence (leased to Boston & Lowell), 3 per cent., 
semi-annual, payable Oct. 1. 

Vermont & Massachusetts (leased to Fitchburg), 2% per 
cent., semi-annual, payable Oct. 8. 

Housatonic, 2 per cent., quarterly, on the preferred stock, 
payable Oct, 15. 

Lopeka Equipment Co., 5 per cent., semi-annual, payable 
Oct. 1. 


Poster Brook. 

A company by this name has been orgamzed to build a line 
aloug Foster Broox from Tarport to Gillmor Vity, with a branch 
to Babcock, N. Y., on the Buffalo, Bradford & Pittsburgh 
Branch of the Erie. The line is 1n the new Tuna Valley oil 
region. It is proposed to build it on the one-rail system of Roy 
Stone. 


Foreclosure Sales. 

Sales of railroad property under judicial order are reported 
as foliows: 

Luuisvide, Cincinnali & Lexington, in Louisville, Ky., Oct. 1, 
under a decree 0: foreclosue granted by the Kentucky Court of 
Chancery. The sale included the lines from Louisville, Ky., to 
Lexingion, 93.7 miles, and trom Lexington Junction to New- 
port, 81 miles, 174.7 miles inall. The sale was made subject to 
prior mortgages amounting to $3,107,000 in all, as fol- 
lows: Louisville City mortgage, $100,000; Louisville & 
Frankfort mortgage of 1857 to Guthrie, McKnight 
& Bowler, $7,000 still outstanding; Green  trust-deed 
of 1867, $3,000,000. In addition to the lines owned 
the Newport & Cincinnati Bridge, 1.1 miles; the Eliz- 
abeth, Lexington & Big Sandy road, 33.7 miles, and the Louis- 
ville Kailway Transter, 4.13 miles, are worked under lease. The 
property was bought for $731,000 by Messrs. Charles ilden, 
Jacob Krieger, Sr., F. 8. Schmidt and John Bangs, who repre- 
sent a combination ol the second-mortgage bondholders and 
floating debt creditors. It is reported that the roau will here- 
atter be controlled in the joint interest of the Louisville & 
Nashville and the Pennsylvauia Company. fhe net profits for 
the last fiscal year were sufticient to pay nearly 844 per cent, on 
the debt remaining on the road. 

Future sales are announced as follows: 

The Selma «& Gulf road will be sold Nov. 19, at the Court 
House of Dallas County, Ala., under a decree of foreclosure 
granted by the Alabama Court of Chancery for said county. 
The property will be sold in one lot at a sum not Jess than 
$150,000. The purchaser must pay $50,000 in cash on the day 
of sale and the balance at such time as the Court may direct, 
either in cash or in the first-mortgage bonds and overdue 
coupons. The road was intended to run from Selma, Ala., 
south to the Florida line in the direction ot Pensacola ; it is 
completed from Selma to Pine Apple, 40 miles. 


General Freight Agents’ Meeting. 

A meeting of general freight agents was held in New York 
last week, at which were present representatives of the Mich- 
igan Central, Lake Shore, Canada Southern, Indianapolis & St. 
Louis, Vandalia Line, Ohio & Mississippi, aarietta & Cincin- 
nati, Wabush and Toledo, Peoria & Warsaw railroads. The 
meeting was called to secure the aid of the trunk lines to en- 
force lreight agreements. The convention appointed a com- 
mittee to arrange the details ot work and new rates, and to wait 
on the managers of the trunk lines. This commuiitee reported 
ubat the presidents would aid in enforcing the rates agreed on 
by the Western roads. This has reference to east-bound busi- 
ness, and does not in any way affect the apportionment scheme 
of the trunk lines by which west-bound business is divided. 

The principal trouble referred to was the alleged cutting of 
rates on live stock, which was said to be done by tne allowance 
of drawbacks to cattle-dealers. Tuis matter was referred to a 
special committee, which is to report at the neat meeting. 


Grand Rapids & Indiana. 

The trustees under the first mortgage will receive at the 
office, No. 23 Fitth avenue, New York, until Oct. 20, proposals 
for the sale to them of $40,000 bonds for the sinking fund, as 
provided by the terms of the mortgage. 


Hudson Tunnel Railroad. 

‘Lhe commissioners appointed to appraise land taken by this 
company from the Delaware, Lackawanna & Western in Jersey 
City awarded the latter about $24,000. The Tunnel Company 
appealed to the Circuit Court and has secured a reduction of 
the award to $7,000. 


Indianapolis, Bloomington & Western. 

Receiver Wright has concluded an agreement with the Penn- 
sylvania Company for interchange otf business, under which 
this road will have the Peoria business which has heretofore 
gone by way of Logansport, State Line and the Toledo, Peoria 
& Warsaw road. 


Kansas Oentral. 

On the extension of this road from Holton, Kan., westward 
track is now laid to Soldier Creek, 12 miles, and trains are run- 
ning to Circleville, six miles beyond Holton. Work on the 
grade is in progress as far as the crossing of the Vermillion in 
Pcttawattomie County, 12 milés further. 

The laborers employed by the contractor for the grading 
struck a few days since, not having received their wages as 
promised, and endeavored to prevent the tracklayers from 
working. ‘The Sheriff being called on went to the point of dis- 
turbance with a posse, and a fight ensued, in which one of the 
strikers was killed. 


Kansas City, Memphis & Mobile. 
It is now proposed to utilize some of the work done on this 
road by laying track on the graded road-bed from Kansas City, 








Mo., to Harrisonville and building from that point southward 
to the cual fields near Butler. The distance from Kansas City 
to Harrisonville is about 35 miles ; from Harrisonville to But- 
ler. 30 miles. An offer has been made to build the road, pro- 
vided $250,000 can be raised along the line. 


Long Island. 

The coupons due Oct. 1 on the bonds of the leased New York 
& Rockaway road were not paid. The Long Island Company 
has also issued the following circular with regard to another 
of its-leased lines: ‘The earnings of the Smithtown & Port 
Jefferson Railroad during the past year have not been suffi- 
cient to pay operating expenses. The Smithiown & Port Jef- 
ferson Railroad Company is now indebted to this company in 
an amount exceeding $170,000. This company is advised that 
it is not liable for the interest on the bonds of the Smithtown 
& Port Jefferson Company, and therefore refuses to pay the 
same. 

Interest on the company’s own bonds has been punctually 

ald. 
Mr. Conrad Poppenhusen, who controls the Long Island 
Company, has recently recovered judgments against the 
Southern Railroad Company of Long Island for $374,307.48, 
and against the Flushing, North Shore & Central for $410,090.46 
for money advanced by him personally. Both roads are leascd 
to the Long Island, and in both Mr. Poppenhusen himself is 
the largest stock-holder. 

Ina suit brought some time ago to enjoin the execution of 
leases of the Southern aud the Flushing, North Shore & Cen- 
tral roads, the Court has sustained a demurrer interposed by 
the company. 


Meetings. 

Meetings are announced as follows : 

Cincinnati, Sandusky & Cleveland, annual meeting at the 
office in Sandusky, O., Oct. 17, at 10 a. m. 

Columbus, Springfield & Cincinnati, annual meeting, at the 
office in Springfield, O., Oct. 18, at 3 p. m. 

Ohio & Mississippi, annua] meeting, at the office in Cincin- 
nati, Oct. 11. 


Marietta & Cincinnati. 

A meeting of the bondholders was held in Baltimore, Oct. 1, 
the object, as stated by the chairman, being to appoint a com- 
mittee to watch over their interests, call other meetings if ne- 
cessary, and act generally as advisers. The meeting voted to 
appoint a committee of ten, representing all classes of bond- 
hoiders, and instructed the committee to ascertain definitely 
whether the road is run in the interest of its stockholders and 
creditors; whether the road is receiving 1ts due proportion of 
through business from tbe Baltimore & Ohio, and if not, to see 
whether other and more satisfactory terms can be made. It was 
understood that the committee was not appointed in antagonism 
to the Baltimore & Ohio, but for the purpose of seeing, that bond- 
holders’ interests are not neglected. The members ot the com- 
mittee are Messrs. S. H. Taggart, Wm. Whitelock, Ira L. Hol- 
den, Andrew Reid, John L. Gilman, 8. Eccles, Israel Morris, 
John U. King, James Carey Coale and W. W. Spence. 


Montclair & Greenwood Lake. 

Mr. Hobart, the lately appointed Receiver, has not yet taken 
possession, the order of the Chancellor beirg suspended a tew 
days to give the bondholders an opportunity to raise the 
amount needed to pay off the pressing claims, if they desire to 
do so. 

Several meetings of bondholders having been held without 
any definite result in the way of raising money, the attempt 
appears to have been given up. It 1s said that the bondholders 
were willing to coutribute enough to pay off the more pressing 
claims, but teared that im that case all the floating debt credi- 
tors would press for immediate payment. No settlement by 
the company being prubable, Receiver Hobart was to take for- 
mal possession of the property Oct. 3. 


Montreal, Portland & Boston. 

In Montreal, Sept. 29, Mr. Lucius Robinson, of Newport, Vt., 
late General Manager, began suit to recover $50,000 from the 
company, and also to set aside certain transfers of stock, 
which, it is charged, were fraudulently made. 


Nebraska. 


This road has been leased under a perpetual contract to the 
Burlington & Missouri River Railroad in Nebraska, which 
company is now operating the line. The Nebraska Kailway, 
formerly known as the Midland Pacific, is completed from 
Brownsville, Neb., on the Missouri River, to York, 133 miles, 
the last section of 28 miles, from Seward to York, having been 
recently completed. 

The Nebraska Company has executed a consolidated mort- 
gage, covering its whole line, for $1,836,000, the principal and 
1aterest (7 per cent.) of the bonds being guaranteed by the 
lessee. Of the new bonds $1,500,000 are reserved to retire the 
existing bonds on the 105 miles from Brownsville to Seward, 
and the remaining $336,000 are offered for sale to pay for the 
extension from seward to York. The Burhngton & Missouri 
River Company in Nebraska will receive bids tor the purchase 
of these bonds until Oct. 11, at its office in Boston. It is stated 
that nearly all the old bonds have been exchanged for those of 
the new issue. 


New Orleans, Jackson & Northern. 

A track connecting with this road has been laid along the 
levee at New Orleans, and grain cars brought by the road can 
now run directly to the elevator on the levee and be unloaded 
there. The road was completed Sept. 22, and the first car- 
loads taken to the elevator on the same day. The cars were 
loaded with Kentucky and Tennessee wheat. The new track 
is about two miles long. 


Northern Pacific. 

At tbe annual meeting in New York, Sept. 26, a resolution 
was adopted instructing the board to begin construction from 
the Missouri westward and from the Columbia eastward as soon 
as practicable. Another resolution recommended that a limit 
of time be fixed after which the old bondholders shall cease to 
have the privilege of exchanging their bonds for the preferred 
stock of the new company. A tuird resolution instructed the 
board to take all necessary steps for an extension of the time 
for completion of the road without forfeiture of the land graut. 


Norfolk & Princess Anne. 


This company, which is organized to build a narrow-gauge 
road from Norfolk, Va., east to the sea-shore near Cape Henry, 
about 20 miles, now offers to receive subscriptions 1n land 
along the line of the road. No such subscriptions are to be 
binding unless $40,000 are secured. 


Pennsylvania. 

The Philadelphia Ledger says: “The following is from an 
official report of the Pennsyivania Railroad for the month of 
August and for the eight months of this year, as compared 
witu the respective periods in 1876: On all lines east ot Pitts- 
burgh and Erie the traftic for August of this year, as comvared 
with the same month last year, snows a decrease in gross earn- 
ings of $521,908, a decrease in expenses of $98,468, and a de- 
crease in net earnings of $423,440. For the eight months of 
this year ending Aug. 31, as compared with the same period in 
1876, the gross earnings show a decrease of $3,468,991, the ex- 
penses a decrease of $2,628,983, and the net earnings a decrease 
of $840,008. Ali lines west of Pittsburgh show a decrease in 
net earnings for eight months, as compared with 1876, of 
$966,831.” 

There is considerable local opposition to ,the relaying of the 
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freight track on Liberty street in Pittsburgh, many of the peo- 
ple on that street desiring to have the tracks) removed alto- 
gether. The company claims that the track is necessary and 
that it has taken much pains to make it as little injury to the 
street as possible. 

The tail elevator stack, standing opposite the Union Depot in 
Pittsburgh, which has been a prominent 5, since the de- 
struction of the elevator in the late riots, has n taken down. 
It was considered unsafe, and its removal necessary. The 
work was accomplished by building a scaffolding up the inside 
to the top and then taking down brick by brick. 

One of the round-houses at Pittsburgh has been demolished 
and will not be rebuilt. The extensive repair shops at that 
point will be but partly rebuilt, as it is intended to do most of 
this work at Altoona hereafter. 


Philadelphia & Reading. 

The trial of the strikers charged with burning the bridge 
over the Schuylkill at Reading, Pa.,is now in progress at that 
place. One of the rioters has turned State’s evidence and tes- 
tified positively to several of the accused persons as having as- 
sisted in the destruction of the bridge, and also to the fact 
that it was advocated and agreed upon in a meeting of strikers 
held the night before. 


Philadelphia, Newtown & New York. 

Ata meeting held Sept. 27 the stockholders voted to mort- 
gage the road to secure an issue of $700,000 6 per cent. bonds, 
to raise the money required to complete the road from Fox 
Chase to Newtown, Pa. 


Portland & Ogdensburg. 

It is announced that enough of the bondholders have ac- 
ceded to the proposition made by the Maine company to carry 
the compromise into effect. The proposition of the company 
is that the bondholders exchange the four overdue coupons for 
interest-bearing scrip, payable in 12 semi-annual installments. 
Meanwhile the trustees are to withdraw the apphcation for a 
receiver, and to make a formal beginning of foreclosure pro- 
ceedings, which, however, are to be allowed to rest until July, 
7 = then withdrawn, if the company meets the payments 
regularly. 

The Portland City Council adopted, at a meeting held Oct. 1, 
a west of the committee on the Portland & Ogdensburg Rauil- 
road that the whole matter of the readjustment of the demands 
against the company of parties who hold as collateral second 
mortgage bonds of the company be left with those of the direc. 
tors who do not hold bonds or collateral, and have no pecu- 
niary interest involved, such adjustment to be ey he by the 
Mayor of the city. The city of Portland is the largest holder 
of the company’s securities. 


Pittsburgh & Lake Erie. 

The Pittsburgh Dispatch of Sept. 28 says: “‘ The board of di- 
rectors of the Pittsburgh & Lake Erie Railroad Company yes- 
terday awarded the contract for the construction of that new 
route to J. B. MeGrann, of Lancaster, for the sum of $2,500,000. 
Of this amount, however, only $1,050,000 is to be paid in cash, 
the contractor taking first-mortgage bonds of the road to the 
amount of $1,250,000, and $200,000 in stock of the company, 
this being the amount of stock remaining unsubscribed. The 
contract is for the construction of the entire line between this 
city and Youngstown, including the bridge over the Ohio River 
at Phillipsburg, but not including, however, the bridge across 
the Monongahela at the Pittsburgh end of the route, where it 
is to connect with the Baltimore i Ohio Railway. The length 
of the road is 68 miles, and the contract calls for 10 per cent. 
additional roadway for sidings at such points as may be deter- 
mined upon. The contractor is required to put the road in 
complete order, including the grading, cross-ties, steel rails, 
turn-table at each end of the road, and bridges wherever re- 
quired,the latter all to be built ofiron. The roadway is to becom- 
pletely ballasted for ts entire — with stone or cinder, and 
the work is all to be done under the supervision and direction 
of the Chief Engineer of the railroad company. “The work is 
required to be done in first-class order and equal to any road 
in the United States. The terms of the contract require the 
completion of the work within twelve months from date. The 
Pittsburgh end of the road is at Jones & Laughlin’s mill, at 
which point it is proposed erecting a bridge, where a. connec- 
tion will be made with the Baltimore & Ohio Railroad. At 
Youngstown direct connection is made with the Atlantic & 
Great Western Railroad, and will also, it is presumed, be made 
with the Lake Shore road. * * * * 

“OC. H. Andrews, of Youngstown; John Reeves, of Beaver 
Falls, and John F. Dravo, of Pittsburgh, were appointed an ex- 
ecutive committee with full power, authorized and directed to 
proceed immediately to cause a final survey and location of the 
line of the railroad to be made between the terminal points 
named in the certificate of incorporation, and to proceed as 
soon as the same shall be done to procure the necessary right 
of way.” 

This road must not be confounded with the Pittsburgh, New 
Castle & Lake Erie, formerly the Pittsburgh & Northwestern, 
which is a distinct and rival project, though it 1s also to run 
from Pittsburgh to Youngstown. 


Raleigh & Augusta Air Line. 

The track is now laid to the crossing of the Carolina Central 
at Hamlet, N. C., which is 12 miles beyond the late terminus 
and 98 miles southwest from Raleigh. Trains will run through 
this week. This completes a new line from Raleigh to Char- 
lotte, by this road and the Carolina Central, which is 176 miles 
long, or very nearly the same as the North Carolina Railroad 
between the same points. 


Southern Minnesota. 

This company 1s now paying, at its office in New York, the 
coupons on the first-mortgage (pink) bonds due Oct. 1, 1877, 
and also those on the same bonds which were due April 1, 
1872. 

thern_ Pacific. 
Bonthern, Fi over the Colorado River at Fort Yuma is com- 
pleted, and the first regular train crossed over to the Arizona 
side of the river Sept. 30. The work on the line in Arizona 
from Fort Yuma eastward is peing pushed forward rapidly, 
and tracklaying has been begun. 


Southwestern Railroad Rate Association. 


At the monthly meeting in Chicago, Sept. 27, the amended 
constitution proposed at the previous meeting was adopted. 
The seins change is m providing for greater permanence 
in the organization, and in providing for the employment of 
an agent, to be appointed by the Executive Committee, who is 
to have charge of all the business from the Missouri River 
points (Kansas City, Leavenworth, Atchison and St. Joseph) 
eastward, which is to be apportioned among the roads as is 
west-bound business from New York among the trunk lines. 
His headquarters are to be at Kansas City. 


Toledo & Delphos. 

This road is now completed to Dupont, O., 15 miles north by 
east from Delphos, and 10 miles beyond the late terminus at 
Jennings. The work is being pushed, and the company hopes 
to have cars running to Holgate, the crossing of the Baltimore 
& Ohio, this year. 

Tennessee Railroad Taxation. 

The Knoxville,(Tenn.) Whig and Chronicle says: ‘“* We are 
informed by the Attorney-General of the State that the tem- 
porary stop order, granted by Chancellor Cooper in the rail- 
road tax cases, at Nashville, was consented to by him for the 


reason that the interest of the State, as a body, was in conflict 
with the interest of the counties and towns, and for that rea- 
son he could not properly represent both. He therefore de- 
sired that the counties and towns interested in the railroad 
taxes should have the opportunity to be represented by coun- 
sel on the application for the formal injunction. Neither the 
State nor the counties or towns are nominally parties, but the 
Comptroller alone. 

* We understand the conflict to arise in this way: By the act 
of 1875 the State agreed to accept 14% per cent. of the earnings 
of each railread company in lieu of all other taxes for ten 
years. This was held, by the Supreme Court last winter, as 10 
the Louisville & Nashville Railroad Company, which had no 
exemption, to be void. The roads claiming exemptions now 
file bills to set up the fact of their yielding their exemption, as 
making a contract upon valuable consideration binding upon 
the State. If they succeed tne railroad companies will pay 
into the State treasury a much larger sum of money than they 
will if they fail. On the other hand, if they succeed the coun- 
ties and towns will get nothing for ten years. The State is 
therefore interested in the view of the railroad, and the Attor- 
ney-General argued in favor ot that view in the case at Nash- 





ville last winter. The counties are interested in the other 


the Chancery Court at Nashville on the first Monday of Octo- 
ber, but will probably be continued to the second Monday to 


Genera! to be present.” 


Union Railway, Transfer & Stock Yards. 


This company’s road, 
Belt road, is now completed so that trains can pass from the 
Cleveland, ‘Columbus, Cincinnati & Indianapolis road, at 
Brightwood, northeast of the city, around the south side to the 
Indianapolis, Bloomington & Western, west of the city, a dis- 
tance of about 10 miles. Work is being pusbed rapidly from 
Brightwood to the Indianapolis, Cincinnati & Lafayette 
crossing at North Indianapolis, which will complete the con- 
nection of all the roads entering the city. The second track is 
now being put down at many points and the necessary sidings 
at the railroad junctions are nearly completed. From the 
nature of the road, which is intended to connect the various 
lines entering Indianapolis with each other, and with the stock 
yards outside the city, and to avoid the necessity of passing 
freight trains through the city, it has a great many sidings, 
tbeir mileage exceeding that of main track. 

At the stock-yards of the company nearly all the buildings 
and sidings are ready, and the water-pipes and other accessory 
works are in progress. The water is to be derived from a large 
well which has been sunk, and which will, it is believed, yield 
an abundant supply. 


Union Pacific. 

Two of the men engaged 1n the eg ! of the train at Big 
Springs, Neb., were overtaken near Fort Hayes, Kan., Sept. 26, 
by a sheriff and posse, and were killed in the fight that ensued. 
They had $20,000 in gold with them. 


Western Counties. 
The Canadian Government has transferred to this company 


passengers have to be transferred at Windsor. The branch is 
transferred to the Western Counties Company as part of the 
bonus given it by the Government for building its road. 
Wilmington & Northern. 

Application has been made to the United States Circuit 
Court in Philadelphia for an injunction to restrain this company 
from issuing $1,253,100 mortgage bonds, as proposed onl au 
thorized by the stockholders. The applicants claim that no 


r consideration is to be received for these new bonds. 


Walkill Valley. 


The Erie has ceased to furmsh train service to this road, aud 
the company is now working its own line. All transfers of 
passengers and freight are now made to the Erie at Mont- 
gomery, the terminus of the Montgomery Branch, instead of at 
Gorhen, the junction of that branch with the main line. 
Waynesburg & Washington. 

This company 1s offering $50,000 of its 7 per cent. first-mort- 
gage bonds for sale at 95, for the — of completing its 
narrow-gauge road from Waynesburg, a., to Washington: 








ANNUAL PEPORTS. 
Northern Pacific. 








This compar y, with a projected line of 1,800 miles from Lake 
Superior to Puget Sound, owns 553 miles of completed road 
now in operation: The Minnesota Division, from Duluth, Minn., 
at the head of Lake Superior to Fargo, on the Red River of the 
North, 254 miles, of which 24 miles, from Duluth to Thomson 
Junction, are owned in common with the St. Paul & Duluth 
Company; the Dakota Division, which extends the line from 
the Red River westward 194 miles to Bismarck on the great 
bend of the Missouri in central Dakota; and the Pacific Divi- 
sion, from Kalama on the Columbia River in Washington Ter- 
ritory, northward to New Tacoma on Puget Sound, 105 miles. 
An extension of the Pacific Division from New Tacoma to the 
Puyallup coal field, 31 miles, is nearly completed. The history 
of the road is well known; the present company acquired the 
property some two years ago through foreclosure of mortgage, 
and its second annual report covers the operations of the road 
for the year ending Aug. 31, 1877. 

The general balance sheet is as follows: 











Credit : 
Capital Stuck ..00.- sccscocccsccccccsccccccccvccccesccs $100,000,000 00 
Assets acquired under decree of court... ............ 44,966,583 21 
Balance of net earnings from previous year........... 235,879 93 
Net earnings, Sept. 1, 1876—July 31, 1877.............. 351,103 73 
Leamd recekgpee.....cccccccccccccccccscs sccsccccccccesccs 1,695,671 46 
Interest... .-..+sesereee Osco SSoedccdbvccccoseress cose 1 973 48 
DOE cc psn ndssiodeucssénedacevavesddecsesees $147,251,212 21 
Debit: 
PIERO. 4. 6600500540cse%ancdtetes $51,000,000 00 
DO0D SBE 6 ccc cciercnscccessesocasccctso 41,910,976 35 
me — $9,089,023 65 
First-mortgage bonds, etc., surrendered and interest.. 36,786,248 48 
Preferred stock, placed as collateralandindemnity.... 5,075,711 20 
Preterred stock, issued for lost certificate............. 2,000 00 
COMER BONE dvne e600 0ctscegersoncacves $49,000,000 
Base MSWOG. 2 cccccccvenccccesoveccocesocesss 13,955.500 
——- 35,044,500 00 
Old company’s stock surrendered... ....... 2.2.00. 13,955,500 00 
Comstructiom G0coumt .....cccccccccccccccccccccoscces 19,464,189 31 
Equipment. .....ccccces. sovcccccescccccscccccccccces 1,081,693 86 
ONE I SI iis ck ci ctnicce nc teentsnves 115,659 42 
TaN SE MD GROEIINs 66 kc cc ncccccerescesscesicscoscce 735,000 00 
COMOCED TRGB cect scccctcccvcnse« c60css0sbe0reeses 81,597 74 
Lands, Minnesota and Dakota districts. . $18,605,949 92 
Lands, Pacific District.............-05+ 5,119,456 79 
ai a 23,725,406 71 
Preferred stock received on land sales ................ 1,709,317 06 
Claims secured by collaterals ...............esses-eeee 282,713 87 
Bills receivable, taxes paid, agents’ balances, sundry 
QODOURIB 6 050 oc ccce ce cccccdccceccocscccesesceses cece 94,444 70 
Treasurer’s cash balance............ pisebenesesecesons 8,206 21 


— ——_ 





Total ...ccccccccccsceccvccrecsvsessepecccseses se Ghhl,201,212 21 


view. The motion for the formal injunction is to be made in | 


give the counties time to act and to enable the Attorney- | 


enerally known as the Indianapolis | 


| 


The construction account was increased by $541,069.81 during 
the year. The preferred stock has been issued in exchange 
for the old bonds and unpaid interest thereon, and, like the 
— which it replaced, is receivable at par in payment for 
ands. 

The company has a great land grant, varying very much in 
quality, however, most of it being poor and barren, while in 
the Red River valley itincludes some extremely good wheat 
lands, and in the Pacific District much of it is covered with 
timber which will be valuable in time. The Land Department 
gives the following figures: 

Land sales, 270,996.6 acres. ....... 06 cccecccccecccncesess $1,217,484 49 
° 89 





Dr ferred payments on Comtracts...........0.cccecececees 1,693 

Bem aSh. oc ccccccsccccecccscscccccccccsceccoecccesesesees 296 4 

Setemmpage GO1ES. .....cccccccccceses coves veccseseccccced 11,572 O04 

DE BOS We cw chnccbvedundecedccbaceeéscssaccseccce¥e 1,804 68 
Ts on 900854nssse don 0nd cnstaks Si0bnanseene «+++ $1,232,851 74 

Payments in cash......... $13,756 

Payments in preferred stock.............6-5 1,219,062 17 

Deferred payment account........ ......005 33 





33 
——- 1,232,851 74 

During the same period nearly 337,000 acres of Government 
lands have been taken up by settlers within tbe limites of the 
company’s grant. A large part of the lands taken up and sold 
are under cultivation, ard nearly 75,000 acres on the line of the 
road were planted with wheat this year. 

The President’s report, which alone bas yet been published, 
gives no statistics of traffic; the earnings for the year are re- 
ported as follows: 











Minnesota J ‘iv. Dakota Div. Pacific Div. Total. 
Passengers....... $161,824 70 $157,427 50 $65,239 62 $385,491 82 
Freight.......... 398,073 17 73,267 88 47,513 85 518,854 90 
Mail and express. 22,179 12 15,381 77 6,329 63 43,890 52 
Miscellaneous.... 10,288 52 tf ee eee 17,586 13 

Total...... ..$592,365 51 $253,374 76 $'20,083 10 $965,823 37 
Working exp’ns’s. 336,107 87 159,731 10 77,285 93 573,124 90 
Net earnings..... $256,257 64 $93,643 66 $42,797 17 $392,698 47 
Gross earn. 

We. ccccaseece 2,332 15 1,306 06 1,143 65 1,746 52 
Net earn. 

MREIB. 00 ccccces 1,008 89 482 70 407 59 710 12 
Per cent. of exp’s 56.74 63 04 64.36 59 34 


The Dakota Division was | open and operated during the 
winter fur the first time, and the snow-fences and other pro- 
tections served to prevent serious interruption to business. 
The division paid its expenses during the winter. A fleet of 30 
steamers now plies between Bismarck and the forts and trading 
posts on the ror Missouri and Yellowstone, bringing a con- 
siderable freight and passenger traffic to the i ine Min 
nesots Division also receives a considerable traffic from the Red 
River boats. The carriage of immigrants and their effects has 
formed a considerable item of business, and another important 
item has been the travel to the Black Hills, to which a road has 
been opened from Bismarcs, the distance being about 200 
miles. 

Extensive repairs and renewals of bridges have been made. 
It has been necessary to lay about 250,000 ties between Duluth 





and Bismarck, those originally put down having been of poor 


the Windsor Branch, from Windsor Junction, N.S., to Windsor, | quality and decaying rapidly. 

which it bas held since Aug. 1, and which was previously | ! 

worked by the Windsor & Annapohs Company. That compa-_, the $51,000,000 preferred stock, or 0.39 per cent. upon the whole 
ny, which claims to have a lease of the line, now refuses to | stock capital; they were just sufficient to pay 7 per cent. upon 
allow any ot its cars to run over the branch, and all freight and | a capital of $10,000 per mile. No statement of the disposition 


The net earnings of the entire line were 0.77 per cent. upon 


of net earnings is given. 

The report refers to the measures taken to secure the com- 
pletion of the Brainerd Branch of the St. Paul & Pacific under 
control] of this company, and to the organization of the West- 
ern Railroad Company of Minnesota for that purpose. 

Reference is also made to the expediency of building the 205 
miles of road from Bismarck west to the mouth of Glendive 
River on the Yellowstone. The work would generally be 
light, with no expensive bridges except that over the Missouri 
at Bismarck, and it is believed that $15,000 per mile would 
cover the cost of the work. It1s also thought advisable to 
in as soon as possible the construction of the Pend d’Oreille 
Division, from the mouth of Snake River on the Columbia to 
Lake Pend d’Oreille in Eastern Idaho, about 200 miles. This 
section passes through a very fertile region, which is now at- 
tracting many settlers. It would be separated by about 250 
mi'ex trom the present Pacific Division, but would have an out- 
let through the navigable waters of the Columbia. 

The branch from New Tacoma to the Puyallup coal fields, 
now nearly completed, is 31 miles long, and will reach large 
beds of coal of good quality and easily worked. The cost, in- 
cluding coal w' arves and development of mines, will be about 
$6:.0,000, $300,000 of which has been met from net earnings 
and the rest by temporary loans. 

Reference 1s made to the failure to secure an extension of 
time for the completion of the road from the last Congress, 
which was due, not to any opposition, but to the occupation of 
time by pressing political questions. 


Louisville, Cincinnati & Lexington. 


This road bas been in the hands of a receiver for some time 
pending proceedings in foreclosure, and a recently issued report 

ives a statement of the operations from the commencement of 
the receivership, Sept. 21, 1874, up to June 30, 1877. The 
property consists of a line from Louisville, Ky., to Lexington, 
93.7 miles; a line from Lexington Junction to Newport, 81 miles. 
and the extension of the latter from Newport to Cincinnati, 1 
miles, 175.8 miles in all. The Elizabeth, Lexington «& Big 
Sandy road, from Lexington to Mt. Sterling, 38.7 miles, is 
worked, but only the net results appear in the statements. The 
Shelby road, from Shelby Junction to Shelbyville, was worked 
up to Sept. 1, 1876, when it was surrendered by order of the 
court. The Louisville Transfer road, 4.13 miles, is alao worked 
under an agreement with the Louisville & Nashville Com- 

any, but its earmmgs are notincluded The 1.1 miles from 

‘ewport to Cincinnati belong to the Newport & Cincinnati 
Bridge Company, and are worked under lease. 

The equipment consists of 31 engines; 24 passenger and 14 
baggage and express cars; 188 box, 95 stock box, 25 stock rack 
105 platform, 20 gondola and 10 caboose cars; 1 pay, 1 yard, i 
derrick, 1 wrecking, 8 boarding and 27 road cars. 

The traffic for the year ending June 30, 1877, as compared 
with the previous year was as follows: 





1876-77. 1875-76. Inc.orDec P.c. 
Train mileage, passenger. 371,852 374,090 Dec.. 2,238 0.6 
- ” treight... 233,384 204,9'8 Inc.. 28,456 13.9 
Detth .ccosvsesaness 605,236 279,018 Inc.. 26,218 4.5 
Av. receipt per passenge) 
train mile............. $1.2880 $1.3322 Dec.. $0,042 3.3 
Av. receipt per freight 
train mile... ......... 2.4268 2.4816 Dec 0.0548 2.2 
Passengers carried, local. 317,700 344,509 Dec 26,809 17.7 
” “ through 68,080 56,798 Inc 11,282 19.9 
Tons treight carried,local 156,216 150,272 Inc.. 5,944 40 
ss ad “thr ugb 14/,037 114,397 Inc.. 27,640 242 
Av. receipt per passenger 
POP MM. coc ccccoccccss 3.001 cts. 4.125 cts. Dec.. 0.124 ct. 4.0 
Net earnings per passen- 
ger per mile..........-. 0.592 “ 0632 “ Dec... 0040“ 6.3 
Av. receipt per ton per 
Mile......scccsccsccees 3.837 “ 23.6338 “* Imc.. 0.304 “* 12.0 
Net earnings per ton per 
MINS, 2. da ccovebacdssene 0822 “ 0641 “ Inc.. 0.181 “* 28,2 


The rates received on the Lexington line were much better 
than on the Cincinnati line, the average receipts Po train 
mile on the former being $2.4360, against $1.4211 on the latter. 
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The chief business of the Cincinnati line is through, and of the 
Lexington line local. The earuings for the two years were : 








1876-77. 1875-76. Ine.or Dec, P.c. 
Passengers ...... $427,006 40 ~ $443,894 33 Dec.. $16,887 93 3.95 
Freight.......... 566,388 77 . 608,561 87 Inc.. 57,826 90 11.37 
Express and mail 50,944 68 64,483 54 Dec.. 3,538 86 6.49 
Telegraph, etc... 5,029 06 4,747 86 Inc.. 281 20 5.98 
Total...... $1,049,368 91 $1,011,687 60 Inc .. $37,681 31 3.66 
Operating ex- 
penses......... 752,018 76 734.798 04 Inc.. 17,220 72 2.34 
Net earnings.... $297,350 15 $276,889 56 Inc ..$20,460 59 7.38 
Gross earn. per 
MED. 250 ccccces 5,969 11 5,754 76 Inc.. 214 35 «= 33.66 
Net earn. 
Mile... sorcccee X 1,691 41 1,575 02 Inc.. 116 39 «7.38 
Per cent. of exps. 71.66 72.63 Dec.. 0.97 1.34 


The earnings and expenses were divided between the Lexing- 


ton and Cincinnati lines as follows: : 
P.c. of 
Gross earn. Expenses. Net. earn. exps. 
Lexington Tine...... $482,564 10 $253,461 79 $229,102 31 52.52 


Cincinnati-Line..... . 498,556 97 68,247 84 87.96 


Total. ........$1,049,368 91 $752,018 76 $297,350 15 71.66 


There were used in renewals last year 2,498.86 tons iron rails, 
16.34 tons steel rails and 87,377 new ties. There are yet in the 
track between Lagrange and Lexington 33 miles of iron rails 
laid in 1849 and 1850 and still in g condition, though begin- 
ning to wear out rapidly. 

e Newport & Cincinnati Bridge is operated under a guar- 
antee of $75,000 annual traffic; the actual traffic last year was 
$53,070.32, leaving a deficiency of $21,929.68, half to be met by 
this road. To meet this, however, an arbitrary charge on 
freight over the bridge is retained, which amounted to 
$20,380.14, leaving a net profit of $9,415.30. 

The Louisville Railway Transfer showed for the year earn- 
ings of $51,525.20; expenses, $19,531.59; net earnings, $31,993.61; 
interest, etc., $30,146.39 leaving net profit $1,847.22. The 
Elizabeth, Lexington & Bi Sandy earned $58,401,32; expenses, 
$39,637.28; net earnings, $18,764.04; rental, $19,467.09; loss for 
the year, $703.05. : 

e general results for the two years and nine months are 
stated by the Auditor as follows : 

Sept. 21,1874, to Year ending 


566,804 81 








Year ending 


une 30, 1875, June 30, June 30, 
9% months 1876. 1877. 
Gross earnings ot L., C. & 

L. Hne....ccccee Posccce $783,721 28 $1,011,687 60 $1,049,368 91 
Operating expenses...... 625,800 67 734,798 04 752,018 76 
Net transportation earn- 

ings..... ecscvcccccces 157,920 61 276,889 56 297,350 15 
Rentals, taxes and guar- 

antees..... eosccce «e+. 66,437 36 71,023 03 40,639 90 
Net profits of L., C. & L. 

line....... occcccces «+. 91,483 25 205,866 53 256,710 25 
Interest on daily balan: 4,030 48 17,012 44 20,270 14 
Profits operatiog Shelby 

Bz Bu. ccccccccccccccce 9,652 00 7,960 90 2,185 34 
Net profits subject to or- 

der of court........... 105,165 73 230,839 87 279,165 73 


“The notable decrease in the rentals, taxes and guarantees 
for the year 1877 has resulted mainly from the increased ton- 
nage of through freight, it adding to the earnings of the Louis- 
ville Railway Transter and the Newport & Cincinnati Bridge 
sufficient to make said lines profitable, whereas they have been 
previously operated at a loss.” 


Pullman Palace Car Company. 





The report is for the year ending with July, 1877. 

The stock of cars within the year increased from 451 to 460, 
the average cost being reported at $18,677 this year against 
$18,500 in 1876. 

The capital account for the two years was : 























Assets. 
1877. 1876. 
Cost of cars and equipments, including 
francbises....... .- : $8,491,252 $8,343,270 
Car works at Detroit 343,423 341,370 
Patemts...cccccccccccce cocscs socccccccces 164,383 149,364 
Furniture, etc., in offices (52 in number).. 62,686 62,443 
Real estate........... C0cnses noeesecoccoese 21,909 21,901 
Investments in other car associations con- 
trolled and operated ............eeeeeeeeee 2,392,577 2,303,658 
Material and supplies, including amount 
paid on unfinished cars..........-...+.+ 266,122 420,298 
Balance of accounts and bills receivable 
over those payable............. Secescces ere ee 
Cash on hand...... ....+ pederiedeedeccecae 70,042 25,485 
Total AeGOts...cccc0 coccccicos cecce $11,960,284 $11,667,790 
Increase im 1877.......  -seeeeeee 292,494 
Liabilities. 
ees 1876. 
Cnet Bibs iiicé ceabscsensies sees ccs sees $5,938,200 $5,938,200 
8 per cent. currency bonds— 
2d series, due May 15, 1881...... ......... 298,000 298,000 
3d series, due Feb. 15, 1887............+-. 432,000 432,000 
4th series, due Aug. 15, 1892 816,000 886,000 
7 per cent. currency bonds, due Oct. 15,1878 — 603,000 603,000 
7 per cent. sterling convertible bonds, due 
DEINE caic evo st betwsscesedcscsscs. | 918,000 204,500 
Amounts received from old cars leased from 
Comtral Trams. 00. .0.20.000 ccsccesessse 419,013 385,400 
Balance of bills payable over billsreceivable —....... 114,441 
Total liabilities......... LN Ak, emcee $8,724,213 $8,861,541 
Surplus Invested wn Assets. 
Guarantee fund—to provide for taxes in dis- 
pute and possible losses in unsettled 
ACCOUNTS. .....ccccscceee Cec ccsccccccce $53,728 $175,000 
Sinking fund for possible depreciation in 
franchises and patents. .............-. 500,000 400,000 
Balance to credit of income account........ 2,682,342 2,231,249 
Total SUPPlEss corcccccisccvcvsccccces $3,236,070 $2,806,249 
BORE os oka gies a wennines ie even kbanenisss $11,960,284 $11,667,790 


The chief changes in liabilities are the decrease of $70,000 in 
the 8 per cent. bonds due in 1892, and the increase of $13,500 in 
sterling 7s due in 1885. 

Tne total funded debt at the close of the last year was. 





Yearly 
Principal. Interest. 
CUFFONCY 8B... ccccccccceccccccccccccccces $1,546,000 $123,680 
Currency 78.....++++++ ney re ee 603,000 42,210 
Sterling 78........ Co ccecceseee eoeccccees ere 218,000 15,260 
WED cakhivscessce or aE Py or ee a $2,367,000 $181,150 


This debt amounts to $5,145 per car owned by the company, 
and to pay interest on it there must be net earnings of $394 per 
car, $33 of it in gold. 

The income account is as follows : 





Revenue. 
1877. 1876. Inc. or Dec. P. c. 
Earnings (leased lines in- 
CMBR). Saaccce sbcemie $2,035,671 $1,989,439 Inc. $46,232 2.3 
Proportion of earnings of 
other sleeping car associa- 
tions operated by Pull- 
MAN CO.....eececceeeess 526,467 552,894 Dec. 26,427 44 
Patent royalties........... 8,500 12,677 Dec. 4,177 33.0 
Total revenue.......$2,570,639 $2,555,011 Inc.$15,628 0.6 





Disbursements. 
Working Expenses: 
Operating expenses, including legal expenses, 











taxes and insurance (leased lives included)... $617,518 5 
Maintenance of upholstery and bedding........ 177,561 175,879 
Proportion of operating and maintenance ex- . 

penses in other lines operated by Pullman Co. 189,993 190,567 

Tetal working expenses...........ssecerees $985,072 $990,220 
ND irises Seisens ss dondsedavnsadunnake $1,585,567 $1,564,801 
Other Charges: 
IO OF RNIN AUIOE «ois cine ngnnscadousdanncan 264,000 284,000 
Profit an:! loss, including interest, discount and 
IE s. Sckec cess veskacavssqassusesaareaes 46,206 33,003 
POMvsicecavakeesssocseassdnsakasdanctteaed $310,206 $317,003 
Profits applicable to company’s capital......... 1,275,361 1,247,798 

The disposition, of these net earnings was as follows: 

1877. 1876. 
I OR NE ois 5 é:0n neue tidectncnddaonnde $183,373 $197,266 
PN ipatnckaasc<avescdesdusdonakaxaunne 471,056 526,578 
IR OO ORME, civ nccceccce esessneddaut 69,837 42,406 
Balance to credit of income account........ ... 551,095 481,548 


$1,275,361 $1,247,798 

The dividends paid for the last year reported amounted to8 

per cent. on the stock. The surplus of net earnings over in- 

terest charges was, however, equivalent to 1834 per cent. on 
the stock. 


Michigan Central. 





The report of President Sloan for the year ending May 31, 
1877, the only portion of the report yet published, states the 
mileage of the road as follows: 

“This railroad cumprises 284 miles of main line between 
Detroit and Chicago, the Air Line between Niles and Jackson 
of 103.60 miles, with its local business being used as a second 
track, constitute 387 miles of track. There are 155.62 mil s of 
sidings on these lines. There are 72.50 miles of double track 
in addition to that furnished by the air line, and all steel rail. 

“*The leased and branch lines, not including air line, are 
416,12 miles i» length, making a total of 803.72 miles operated. 

“This extent of line has not been changed for the last five 
years. 

The equipment includes 185 coal and 24 wood-burning en- 
gines, and 5,077 cars, of which 77 are first-class passenger, 27 
second-class passenger, 489 stock, 6 refrigerators, 873 Blue 
Line, 498 combination, 1,641 merchandise, 1,304 platform cars, 
the rest being baggage, caboose and service cars. 

The work done, so far as yt reported, was as follows for the 
whole line: 


1876-77. 1875-76, Inc. or Dec. P.c 
Train mileage ...............6,747,883 6,617,430 Inc ..130,453 2.0 
Passengers carried........... 1,450,136 1,526,436 Dec.. 76,300 5.0 
Tons freight carried..........3,056,386 2,686,248 Inc ..370,138 13.8 


The renewals of road include 92 miles of steel rails 
260,088 ties. 
The earnings for the year were as follows: 


and 


1876-77. 1875-76. Inc. or Dec, P. ¢. 
Freight ........ $4,158,887 32 $4,417,275 52 Dec.. $258,385 20 5.8 
Passengers...... 2,026,265 44 2,138,233 41 Dec.. 111,967 97 65.2 
REG ites 6-4:6%c6-00 94,220 04 108,433 06 Dec.. 14,213 02 13,1 
Express ........ 126,266 35 139,065 34 Dec.. 12,798 99 9.2 | 
Miscellaneous. . 92,487 61 47,956 73 Inc.. 44,530 88 92.8 





$6,850,964 06 








Total....... $6,498,126 96 Dec.. $352,837 30 5.2 
Expenses and 
| SS 4,706,442 06 Dec.. 


4,802,902 23 96,460 17 2.0 


$2,048,061 83 





Net earnings... $1,791,684 70 Dec.. $256,377 13 12.5 


Gross earnings 

per mile...... 8,085 06 8,524 07 Dec.. 439 01 5.2 
Net earnings per 

MIRO... ccvcedse 2,229 24 2,548 23 Dec.. 318 99 12.5 
Per cent. of ex- 

penses........ 72.43 70.11 Inc.. 232 33 


The operating expenses for 1876-77 included $100,000 tor 
taxes properly belonging to previous years, making the real 
saving in expenses $196,460.17. The report says : 

‘Your directors have endeavored to examine the causes 
which have so largely reduced the income of this property, and 
have caused a statement to be prepared of the tonnage of the 
entire line moved in each year for six years (differing some- 
what from previous reports, which confined the statement of 
freight traffic to the tonnage moved upon the main line only), 
from 1872 to 1877 inclusive, and the gross carnings from it, the 
expenses for each year, and the average rate per ton per mile, 
which is as follows’: 

Total ex- 

penses of 

operation. 
$4,447,803 


Earnings from Receipt per 
freight. per ton mile. 
$4,096,198 76 
4,652,873 82 1.57 


Tonnage, 
1871-72........1,708,964 
1872-73.... 1,999,671 








1873-74 4,908,961 93 1.29 « ¢ 
1874-75. 4,447,833 69 1.16 “ " 5 
1875-76 4,417,275 57 1.12 “ 4,802,902 23 
1876-77 0.88 4,706,442 06 | 


4,158,887 32 


The Minor Ohio 


Railroads 


* The large increase of gross tonnage will be noted as well 
as the rapid decrease in the average rato. 

“The separaté traffic of the branch lines has increased from 
470,651 tons, moved in 1872, to 927,287 tons moved in the last 
year. This is local traffic, and in that period of time has near- 
ly doubled. 

“The average rate of freight upon all the tonnage of the 
line in 1873 was 1.57 cents per ton per mile; in 1877 the aver- 
age rate upon all freight was 88-100 ofa cent, being slightly 
more than one-half the rate obtained five years previously. 

‘““The working expenses of the passenger trains have not 
varied much in this period of time, and their mileage has been 
quite umform. The number of passenger trains run has not 
materialiy changed. Two-thirds of the income is derived from 
freight, and the expenses of this freight traffic form the largest 
proportion of the expenses of the road. 

“‘ There is no possible economy of expenditure, in the opinion 
of this bvard, which will meet this case, and your directors 
state frankly their opinion, that the trunk lines leading from 
New York, Baltimore and Philadelphia to the West have pur- 
sued an erroneous policy ; that a return to dividends wil] only 
be reached by wiser co-operation with each other, establishing 
rates for their freight traffic upon business prirciples and re- 
jecting traffic which leaves no margin for profit. 

*“Your directors believe that the income of this property 
during the past year has been seriously impaired in this con- 
test of the trunk line-, but they are gratified to observe a gen- 
eral and widespread effort to establish a sounder policy among 
all the various railway corporations which have been parties to 
the severe and ruinous compétition of the past year. 

“‘ While the operations of the line the past year have af- 
forded no surplus for a dividend to the shareholders, the di- 

rectors wish to call attention to the fact that the floating debt, 
which was $1,200,000 on the Ist of June, 1875, and $700,000 on 
| the ist of June, 1876, has been steadily diminishing. The ac- 
| tual debt June 1, less the cash on hand applicable to pay upon 
| it, was $299,671.42. There has been some still further reduc- 
tion, till now with cash assets on hand to meet it, it may be 
considered as practicaily all extinguished. At the annual 
meeting the accounts for the year had not been made up, and 
only estimated statements were made. The statement as then 
made was smaller than the above amount. 

“The impossibility now with the large extensions and in- 
crease of business in the last ten years of making up the 
accounts in the very short time after the 1st of June, and be- 
fore the annual meeting, was the occasion of the passage of a 
resolution at the stockholders’ meeting, recommending that 
the board change the fiscal year, so that it may close with the 
calendar year. It is probable that the board may act upon this 
recommendation in future. 

‘“*While the floating debt has been discharged, there have 
been large and valuable improvements made to the property, 
by nearly completing the laying of steel rails upon the main 
and air lines. There are only fve miles of iron rails left on 
the main line and thirty miles upon the air line. Fourteen 
locomotives have been entirely rebuilt; 77 locomotives have 
undergone general repairs; nearly the entire passenger and 
freight equipment has also been repaired and fully maintained, 
bevides the purchase of six new locomotives. 

“Since the last report the board has succeeded in complet- 
ing an arrangement with the Jackson, Lansing & Saginaw 
Railroad Company, whose read is leased to this-company. by 
which the entire net proceeds of the land grant, amounting to 
about $300,000, and yet to be paid, will be applied to extin- 
guish the bonds of that company, for which by the terms of 
the lease this company was liable. 

*‘ This arrangement will diminish the amount of rent, pay- 
able in the form of interest annually, by the full amount real- 
ized in each year from the lands. During the last year there 
have been paid and canceled $140,000 of bonds. 

** The directors further report, that since the close of the 
fiscal year higher rates for through freight have been estab- 
lished, and their hope and expectations are that the unwise 
effort to carry an immease tonnage over these trunk lines at a 
nominal rate will be abandoned, that the lines will confine 
themselves to their legitimate traffic, and discontinue a policy 
which has resulted in large expenditures, and created an arti- 
ficial volume of traffic, which has left an unprofitable result 
and seriously impaired confidence in railway securities. 

‘Our property is well located, traversing a dense population, 
and for twenty years has had a constant increase of both pas- 
senger and freight traffic. It is an exceptional hne in the fact 
that no serious accident or lossof lite has occurred in this 
period of time. The resources of the property are great, and 
the board look hopefully to future results. : 

“The board cannot close this report without expressing the 
obligations of the company to the superintendent and bis staff, 
for the diligence and ability with which they have managed the 
property of the company, and the careful and close economy 
with which the busincss of the year has been done.” 


in 1875-76. 


The following figures are from the reports made to the ( 
they include only those roads which do not otherwise report, or 


Property. | 


Yhio Railroad Commissioner for the year ending June 30, 1876; 
whose operations are not included in reports of lessees. 




















































Liabilities. Traffic. Earnings. 
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Bowling Green............+ 5] 1) 2/...] 7,700 3,000 7,864 | 40,000 9,000) 5. 3,100} 1,037) 776) 74.9 
Chicago & Canada Southern .| 68/17) 3/245) 2,667,400) 2,564,350' 179,935 5 52) 1,831,122/3. 99,580 *16,027/1,236 119.2 
Cleveland & Newburgt....... 3} 5} 2)... 42,490 30,000)....... oc ccccc cs [Sells coos 13 11,897) 1,475 4,012, 89.0 
Dayton & Union.............| 32) 5| 7| 61 86,300; 602,445 ........ ‘ 50) 2,483,590 2.19) 1.99 108,276, 73,645) 34,631 2,317) 68.0 
PNET CUO e cow ccccescvcees 8) 1). | Bl cccvcese ee. eee ° 39 20,195|4.00/10.98) 5,103! 2,440) 2,663) 658 47.8 
eee cin Eo | Gy ees ae oa 5 951,924|3.23] ¢ ‘ 39,789 389 3,768) 64.0 
Lake Erie & Louisville....... 87! 6 7} 82) 1,115,650) 890,000 568,392 152,639) 1,877,000; 2,484,445/2 111,526 547.1530) 83.8 
Lake View & CoJlamert......| 8} 2) 2) 4! 68,850) 28,000, 28,058) 25,499) 236,175).......... 2. 8,071 859 122.8 
Marietta, Pitts. & Cleve.t..../101/ 9/10)137| 1,473,632) 3,530,000 434,950/156,985|.........).... cee eee leeeelecees 144.606 95,029 1,439) 65.7 
Ohio Central§............... 71 --| 20) 1,122,430) 44,600 224,968) .......)..0000-0. 112,590|....; 1.00 3,357; 3,710 460 110.5 
CMA PEO cacccescccesce 22/ 2; 3} 7 90, | eeccccces 61,645) 20,000! 60,950 34,400/4.54| 9.97 7,174) 9,166 326 127.8 
Painesville & Youngstown...| 62) 7 9/114) 2,000,000} 1,275,750 249,090/116,954' 820,260 289,597/3.16) 5.43 46,076 59,202 *13,126 746 128.5 
ROGERS TREVOR Te oc cccvececcoccs 6| 3} 6} 2 75,863) 90,000) 5,975; 34,122: 616,460|.......... 12.00} .../ 12,329 9,321; 3,008 2,230) 75 6 
Scioto Valley§.........-.00..| 47) ..)eefeee 510,100) 680,000) 85,597|....... Diaviebanethcededhds.cchsa 01beene lezen ad ondhamlieibal-dilnssaskenaen 
Toledo, Canada Southern & | | 
BME sca ccosececcesceuccs 55) ..)..]e.- 1,547,663} 1,511,738 284,460/335,061) 3,317,608) 18,239,740|2.73) 0.97 277,876 313,942|*36,066 5,099:113.0 
Toledo & Maumeet.......... 8| 2) 1t 5 41,419! 10,091! 6,735) 31,342' 513,146'..........!) LGW s ides 10,494\ 9,064) 1,430 1,399) 86.4 
* Deficit. + Suburban lines, carrying passengers only. 


¢ Passengers carried, 93,721; tons freight carried, 65,525; mileage not reported. 


§ Lines under construction during the year. 


The Ohio Central, the Painesville & Youngstown and the Toledo & Maumee are of 3 ft. gauge, the rest of 


standard or of 


4 ft. 10 in. gauge. Since the close of the year the Lake Erie & Louisville and the Marietta, Pittsburgh & Cleveland have been 


sold under foreclosure and reorganized. 








